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T is a quarter ofa million miles from 

the Earth to the moon. That’s quite 

a distance. Yet it is only one-fourth 

the mileage covered by Coastal Tank 
Lines in a month’s time! 


It takes ingenuity, alertness, attention 
to detail, and something of good 
management to keep such a fleet of 
tank trucks operating on regular 
schedules. And these qualities com- 
prise the basic reason for Coastal’s 
growth. In these modern times, effi- 
ciency and speed are of the essence 
.. Industry cannot wait. 


When you see Coastal tank trucks on 
a hundred highways at any hour of 
the day and night, throughout the 
eastern seaboard, it is a commentary 
on both the efficiency and flexibility of 
the tank truck itself, and the efficiency 
with which Coastal has made the tank 
truck fit Industry’s transport needs. 


Steel mills, shipyards, industrial plants, 
oil refineries, munitions works of 
every description, Army and Navy 


COASTAL * 


depots—all can testify to the fact that 
when the need is the transport of fuel 
oil, gasoline, chemicals or any other 
type of liquid cargo, you can turn the 
job over to Coastal and forget it. 
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Outstanding in New Orleans - 
IRON LACEWOR K 
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In view of the remarkable record of the regional 
® shippers’ advisory boards and their national asso- 
ciation in the war years, it is difficult to realize that, 
only a few short years ago, a considerable number of 
their members felt that the task for which they had 
been organized—the reformation of car-ordering prac- 
tices so as to assist in avoiding unnecessary car short- 
ages—had been accomplished and that they might as 
well be abandoned, while others, who felt that the 
time might come again when their aid would be vital, 
were casting about for functions they might assume 
to justify their continued existence. 

Now, after nearly three full years of war, there 
is no one in a responsible place in railroad and gov- 
ernmental transportation work who would deny that 
the remarkable record of the railroads in the war 
would have been far more difficult, perhaps even im- 
possible, without the assistance of the shippers’ boards. 
Leaving all other phases of their work aside, the ac- 
complishments of the car efficiency committees alone 
have been of as great importance in avoiding rail 
transportation breakdowns as any other single factor 
in the picture. A report made at last week’s annual 
meeting of the National Association of Shippers’ Ad- 


















A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 
















Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 

eferred maintenance. 
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Shippers’ Boards Progress 






OUR PLATFORM 


(THE LONG HAUL) 


visory Boards said there were at present 887 such com- 
mittees at work. Each of these committees is manned 
by industrial traffic men who give freely of time and 
not infrequently of money to perform a self-policing 
job unique in American industry. 

The shippers’ advisory boards have gained stature 
in the war emergency. Ably guided over the last two 
years by George Shafer, a wise leader and an inde- 
fatigable worker, they have reached the stage where, 
in the eyes of government officials and the public, they 
are among the most important and most influential 
groups of shippers in the country. 

We agree with Mr. Shafer’s remarks, at last week’s 
meeting, that the time has come when the boards ought 
to assume the wider responsibility of dealing with 
broad transportation issues. He said they should “re- 
consider the scope of their objectives and their func- 
tions so as to give greater emphasis to basic policy 
questions and their corollary issues,” and that they 
should ‘‘take an active part.in the determination of 
national transportation policy.” Rates were matters on 
which there would remain differences of opinion, not 
only as between the railroads and the shippers, he said, 
but among shippers themselves, and they ought, there- 


An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. : 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that the 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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4. INCREASES CARRYING CAPACITY—When 
the Fruehauf Endgate is level with the truck-bed, 
‘it may be safely used to carry extra payload 
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5. LEVEL LIFT—Gives y we and load a level lift 
to truck-bed level regardless of weight distribu- 
tion of the load on the Elevating Endgate. 










1. SAVES MANPOWER—The Fruehauf Elevating 
Endgate is a combination Elevator and Endgate. 
It eliminates extra manpower, lessens the possi- 

bility of damage to goods and accidents to men. 
















6. LOADS AT ANY LEVEL—Can be loaded from 
ground or any height platform. Endgate stops 
ion at ground or truck-bed level. 
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2. SAVES BRAWN-Lifts up to 2,000 Ibs.—oper- 
ates by smooth, hydraulic power from the truck 

















engine by the mere shift of a lever. It does the the 
“muscle-work” for the truck driver or loader. mex 
dist 
i nat 
7. LOW UPKEEP—Years of safe, trouble-free op- ing 
eration are insured by the durable, simple con- anc 
struction. Safety device prevents overloading. ma 
a 

e All of these add up to the actual savings in “e 
dollars-and-cents which have meant increased ‘ 
: truck earnings for operators during the past bog 

3. SAVES TIME—Many users report a saving of few years. 
50% over old methods . . . no waiting for extra + «» -@ or 
help to load or unload. Raises man and load from - Gex all the facts from your nearest att 
ground to truck-bed level in about 10 seconds. Fruehauf Factory Branch, or write he 
{ FOR TRAILERS, TOO—The Endgate can also be mounted } for a ra Nig — ho 
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FRUEHAUF TRAILER COMPANY, DETROIT 32 (al 
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fore, to be excluded from shippers’ board consideration. 
“But on fundamental issues of broad public policy,” 
he added, “there should be no disagreement between 
shippers’ groups. Where the national interests of the 
country as a whole are primary, the regional boards, 
because of their widespread and diversified member- 
ship, are the best forums through which to arrive at 
understandings by democratic processes and to trans- 
late their opinions into constructive action by their 
elected representatives in Congress.” 

To achieve this, he pointed out, the basis of mem- 
bership in the boards should be broadened to include 
leaders in agriculture, industry, and finance. If that 
were done, he said, he saw the boards in the future 
not content merely to act in emergencies, but so 
ordering their affairs as to assume “preventive func- 
tions” so that emergencies might be avoided. 

From the statement of its outgoing president, the 
National Association of Shippers’ Boards and the re- 
gional boards might well construct a new charter—a 
program of effort that might well play an important 
part in the future of American transportation. 

' As we see it, there was one weakness in Mr. 
Shafer’s statement. He recommended that the boards 
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-~<Aside from the difficulty of the advisory boards 
winning public confidence while accepting financial aid 
from the railroads, the additional defect remains that, 
under existing circumstances, they can never hope to 
speak for shippers on general transportation policy 
matters because representatives of other types of trans- 
port will, justly or unjustly, but understandably, in- 
sist that what they say and do has a railroad “slant.” 
The late Joseph B. Eastman saw the defect plainly 
and repeatedly urged the boards to become represen- 
tative by inviting highway transporters into their 
councils on the same basis as railroads. Some boards, 
in response, set up truck committees, but there has 
been nothing like the response that they get from rail- 
roads. In recent years, the American Trucking Asso- 
ciations, Inc., has been invited by the management 
committee of Perfect Shipping Month to participate 
and to it have been offered copies of campaign litera- 
ture at cost. There has been some response. But the 
fact is that the literature was prepared in Association 
of American Railroad offices and produced and paid 
for with railroad funds before it was offered to the 
truckers’ organization. 


/ We hope the National Association and the re- 


“no longer confine their contacts with the Association \fional boards take Mr. Shafer’s suggestion and this 


of American Railroads so exclusively to one division,’” 


by which we assume he meant that the boards ought 
to deal with other A.A.R. divisions than the car serv- 
ice division. So far as that goes, we agree. But we do 
not see why the boards should confine their contacts 
even to the A.A.R. in all its divisions. Indeed, if they 
and their national association are to acquire a full 
measure of confidence and influence, they must eventu- 
ally forego what amounts to the subsidy they are now 
receiving from the A.A.R. car service division. 

_~ That subsidy, to be sure, is modest. It consists 


“largely of the bearing by the car service division of 


the expenses of printing and mailing notices of board 
meetings; rent for meeting rooms; cost of printing and 
distributing the proceedings of the regional board and 
national association meetings, and occasionally foot- 
ing the bills for luncheons of large or small groups 
and the expenses of secretaries attached to regional 
managers’ offices. this might be added the money 
appropriated ually for the promotion of Perfect 
Shipping Month, ostensibly carried on as an advisory 
board activity. 

But the point is that, whether the subsidy is large 
or small, the advisory boards, some of which have 
attained a majority in years, ought now to be able to 
Stand on their own feet. We do not profess to know 
how many of their 23,000 members would be willing 
to pay a small annual fee. Unless they are, however 
(and from where we sit it looks as though a dollar a 
year apiece from them would amply meet expenses), 
they can hardly be considered as seriously interested 


in board affairs and ought not be counted as members 
anyway. 


one seriously and do something about them. And we 
hope, too, that they go further and declare their entire 
independence from any transportation interest, so that 
what they may do will have greater influence and 
weight. ') dh 


. 


Antitrust and Railroads 
The Motor Vehicle Association of Georgia, Inc., in a bulletin 


to its members, has called attention to charges made by the 


Department of Justice in its antitrust suit against the railroads 
(see Traffic World, Aug. 26, p. 507) that “the defendants have 
established an organization called the Highway Department 
within the Western Association of Railway Executives,” that the 
declared purpose of that department is ‘“‘to retard development 
and growth of the trucking industry, particularly in the long- 
haul field, in the western part of the United States,” and that 
“this has been and is being accomplished by various methods, 
including concerted action by the railroads to cause the enact- 
ment of state laws restricting the development of the trucking 
industry.” 

“The evidence developed to substantiate this charge,” said 
the Georgia association in its bulletin, “should bring closer to- 
gether employers and employes in the trucking industry and 
strengthen them in a joint effort to apprize state legislators of 
the dangerous influence of the railroads.” 


More from Berge 


‘It is futile to speak of a system of free competitive enter- 
prise if the basic channels of transportation on which raw ma- 
terials and goods must move are controlled by a few private 
groups acting collusively in such a manner as to set for them- 
selves, away from the scrutiny of any public agency, the rates 
which railroads are permitted to charge,” said Wendell Berge, 
Assistant Attorney General in charge of the Justice Depart- 
ment’s antitrust division, in an address October 25 at the Wis- 
consin Farmers Union convention in Chippewa Falls, Wis. “It 
is equally important that these groups should not saddle their 
control upon competing forms of transportation—water, truck 
and the airways.” 

He said that the antitrust division’s program for antitrust 
enforcement took into account “the major barricades which 
must be removed from our economy.” Constituting one such 
“barricade,” he said, were obstacles that had been placed in 
the way of transportation. Other major barricades, he declared, 
were international cartels, illegal use of patents, misuse of 
power by large economic units either as manufacturers or as 
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distributors, and collusive practices in the field of credit, and, 
to some extent, insurance. 

Mr. Berge averred that the net effect of the transportation 
“barricades” had been to hold back the development of whole 
areas of this country. He said that transportation costs affected 
the farmer “in two ways: first he must pay such costs on the 
shipments outbound of his own products; second he must pay 
such costs inbound on the articles he buys,” and that great 
agricultural areas could be made or broken by the freight rate 
pattern. 

Referring to the antitrust suit that had been filed against 
western railroads and others, Mr. Berge said that that action 
had been brought at this time “because as a matter of economic 
preparedness for the reconversion period, we think that it is 
imperative that the barrier of collusive rates which we charge 
to exist be removed so that private industry will have a chance 
in the period which lies ahead.” 


P. R. R. Letter 


The Pennsylvania Railroad, in a letter to its employes 
and stockholders, signed by M. W. Clement, president, calls 
attention to the dangers that will beset the railroads of the 
country if the plea of the Department of Justice, in its com- 
plaint filed recently at Lincoln, Neb., that the Association of 
American Railroads be disbanded, is granted. 

The Sherman anti-trust act and the commerce clause of the 
Constitution are the “two great bulwarks of American liber- 
ties,” it says, the first insuring an open market for labor and 
capital, and the second preventing state boundaries from be- 
coming barriers to trade. It was never intended, it continues, 
“that either of them should be used to destroy business or 
promote government ownership or state socialism.”,. If the 
A. A. R. is destroyed, it says, chaos will result, because there 
will be no central coordinating agency for equipment inter- 
change, the standardizing of couplers and air-brakes, the speci- 
fying of dimensions for cars and similar things. It says, also, 
that, although the A. A. R. and the Railway Labor Executives’ 
Association exercise no control in labor matters, both “have 
proved ideal coordinating agencies in reaching the solution of 
many problems.” 

The railroads have “sacrificed their individuality” in many 
ways in assisting the war effort, often at the request of gov- 
ernment authorities, says the letter, adding: 


We, the railroads of the country, have subordinated our own 
necessities to meeting the country’s wartime requirements. We have 
spent millions of our money, and not one cent of government money, 
to do our war job. We have accumulated deferred maintenance and 
obsolescence, which must be made good after the war, and we are 
paying enormous sums to the government in taxes. 

And now as we begin to see the end of a great burden of war work 
—a work for which we have been accorded the appreciative gratitude 
of the armed forces and other governmental agencies; a work which 
an understanding public as a whole realizes and appreciates—the Depart- 
ment of Justice tries to destroy the very means whereby our war job 
was successfully achieved. It seeks to make a law violator out of the 
great institution through which the railroads accomplished the cooper- 
ation necessary for them to handle their war work so well. 


Solution Sought 


Robert R. Young, chairman of the board of the Alleghany 
Corporation, conferred with Attorney General Francis Biddle, 
October 26, with reference to allegations in the suit brought by 
the Department of Justice against western railroads and others. 
At the conclusion of the conference, Mr. Young, with the ap- 
proval of the Attorney General, it was stated at the depart- 
ment, issued the following statement: 


The Attorney General and Mr. Robert R. Young, chairman of the 
board of the Alleghany Corporation, have conferred on certain questions 
relating to certain of the charges in the government bill of complaint 
pending against the Association of American Railroads and various 
western railroads, particularly with reference to the ‘‘Western Agree- 
ment’’ under which it is claimed that rates were fixed by the railroads 
without authority of the Interstate Commerce Commission. Alleghany 
Corporation has a substantial investment in the Missouri Pacific Rail- 
road, which has been named a defendant in the government’s pending 
case against the Association of American Railroads and various western 
railroads. The complaint filed by the government in that case charged 
collusive rate fixing and agreements to limit services, and suppress 
technological improvements. 

Mr. Young expressed himself as having the view that the public 
interest and the development of competitive enterprise in this country 
could be served by a modification of certain practices within the railroad 
industry. 

As a result of the conference between the Attorney General and 
Mr. Young, representatives of the Department of Justice and of the 
Alleghany Corporation have begun a series of conferences, with the 
purpose of formulating a constructive solution to the problems discussed. 


In a press conference at the Department of Justice late in 
the afternoon of October 26, after he had conferred with Assis- 
tant Attorney General Berge, Mr. Young said, in answer to a 
question as to what his objective was in conferring with Justice 
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Department officials, that he hoped that a “constructive solu. 
tion” of the problems involved in the government’s suit against 
the railroads could be found and that he hoped, in that event, 
either the suit would be dropped or practices satisfactory to 
the Attorney General would be adopted by the railroads. He 
said the talks with Justice Department officials would be re. 
sumed the morning of October 30, that the conversations on 
that day would be “largely lawyer talks” in which he himselj 
would not participate, but that he would resume his confer. 
ences at the antitrust division later in the week and would 
attend a hearing at the Interstate Commerce Commission No. 
vember 2 in Finance No. 14692, Application of Chesapeake & 
oo on Acquire Properties of Norfolk Terminal & Transporta. 
ion Co. 

Mr. Young said he had undertaken his conferences with 
Justice Department officials without prior consultation with 
other executives of railroads, but that he planned to hold dis. 
cussions with others in the railroad industry. He said he be. 
lieved that railroads should keep abreast of, if not ahead of, 
technological developments in the transportation field. His in. 
terest in the government’s suit against the railroads, he said, 
originated with the financial interest of the Alleghany Corpo. 
ration in ten railroads other than the Chesapeake & Ohio and 
its affiliated lines. He noted that Alleghany had had contro] 
of the Missouri Pacific before that line went into bankruptcy 
and reorganization proceedings, and added that Alleghany, as 
now constituted, had had no part in the “western agreement,” 
though “back in 1932 it might have had a part” in the agree- 
ment. It was his desire, Mr. Young said, to see the railroads 
progress without having to spend time and effort in litigation. 

Asked whether the “constructive solution” he sought em- 
braced the antitrust division’s allegations with respect to col- 
lusive practices in rate making, Mr. Young said that ‘our ex- 
plorations will cover the whole field of rate making.” He said 
he thought the “first step’? should be to sit down with the 
government’s representatives in the case and to study with 
them the charges that had been made in the government’s suit. 

“Perhaps we can learn something,” he added. 

Mr. Young was accompanied at the press conference by 
Robert W. Purcell, acting general counsel of the C. & O. 

At the antitrust division it was stated that the appearance 
of Mr. Young for conferences with its attorneys was welcomed, 
as evidence of a “constructive” attitude not shown heretofore, 
according to the division, by spokesmen for railroads defendants 
in the government’s suit. 


N. A. R. U. C. War Conference 


Officers of the National Association of Railroad and Utili- 
ties Commissioners have announced discussion topics for the 
1944 “war conference” of the association to be held November 
14, 15, 16 and 17 at the Fontenelle Hotel in Omaha, Neb. 
(see Traffic World, Sept. 23, p. 779). 

“This year’s conference,” they said in their announcement, 
“will probably be one of the most important annual meetings 
in the history of the association. An unprecedented number of 
new and difficult problems have confronted the regulatory com- 
missions of the country during the past year, and it is expected 
that during the coming year even more difficult problems will 
arise to be dealt with. Postwar utility rates, taxes, and recon- 
version problems of utilities and transportation companies aris- 
ing from postwar demands will be but a few of these prob- 
lems......” 

Topics to be discussed at the conference, according to the 
announcement, will be as follows: 







































































(1) War transportation problems; (2) utility problems in the tran- 
sition to a peace economy and the proper solution thereof—what the 
situation is likely to be with respect to (a) electric and gas companies 
and (b) telephone companies; (3) state regulation of air commerce; 
(4) state regulation of interstate commerce which has not been sub- 
jected to federal regulation; (5) problems of finance and _ taxation: 
(a) disposition of excess earnings of utilities resulting from temporary 
conditions, (b) problems of deferred maintenance and how they should 
be dealt with, and (c) utility excess profits taxes, and (6) proposed 
legislation, including the extent, if any, to which it may be practicable 


to separate the judicial and administrative functions of regulatory 
commissions. 


Discussion leaders would be announced later, the N.A.R.U.C. 
officers said. The officers are: Wade O. Martin, Louisiana, presl- 
dent; George C. McConnaughey, Ohio, first vice president; John 
D. Biggs, Illinois, second vice president; John E. Benton, Wash- 
ington, D. C., general solicitor; Ben Smart, Washington, D. C. 
secretary-treasurer, and Frederick G. Hamley, Washington, 
D. C., assistant general solicitor. Je 

It was stated in the announcement that the associations 
committee on depreciation would distribute at the conference 
copies of a report supplementing one presented by it last yeal, 
and that other committee reports of “unusual interest” woul 
include one by the special committee on excess profits taxes. 












Octobe 


= 


ores 


Pull 


In 
Sectior 
Betwee 
Co., et 
applica 
nishing 
the Ca 
ings a 

8 oy 


were } 
portat: 
the di' 
involvé 
under 
dictior 
Tl 


Grand 
Pullm: 
lines, 

Canad 
ated i 
Pullm 
It alsc 
the pr 
where 
car ec 
servic 
ered | 
tract 

contre 
States 


T 
ment 
sectio 
a cor 
opinic 
provi: 


W. 


I 
Railv 
notic: 
the ¢ 
repre 
Trafi 
the \ 
woul 
“ano 


i 
peak 
tion 
the ( 
of $: 
char 
appli 
it is 
decle 
the | 
be S 


this 

spec 
Com 
“for 
inste 
to b 
Sent 


“ow: 
mon 
hold 






ORLD 


a Solu. 
Ag ainst 
event, 


is. He 
be re- 
Ons on 
1imself 
confer. 
would 
on No. 
sake & 
sporta- 


S with 
1 with 
ld dis. 
he be. 
ead of, 
His in- 
e said, 
Corpo- 
io and 
contro] 
ruptcy 
ny, as 
ment,” 
agree- 
ilroads 
gation. 
ht em- 
to col- 
ur ex- 
Te said 
th the 
y with 
”s suit. 


nce by 
) 


arance 
comed, 
‘tofore, 
ndants 


d Utili- 
for the 
vember 
1, Neb. 


cement, 
leetings 
nber of 
‘"y com- 
xpected 
ms will 
-_recon- 
es aris- 
2 prob- 


to the 


he tran- 
vhat the 
mpanies 
nmerce; 
2en sub- 
axation: 
mporary 
y should 
yroposed 
acticable 
gulatory 


RUC. 
, presi- 
t; John 
Wash- 
, dG 
1ington, 


jation’s 
ference 
st year, 
' would 
“axes. 


October 28, 1944 














Pullman-Can. National Agreement 


In a report in No. 29040, Application for Approval Under 
Section 5(1) of the Interstate Commerce Act of an Agreement 
Between the Pullman Co., and the Canadian National Railway 
Co., et al., the Commission, by division 3, has dismissed the 
application for approval of an agreement relating to the fur- 
nishing and operation of sleeping cars by the Pullman Co. and 
the Canadian National Railway Co., and the division of earn- 
ings accruing therefrom. ; 

“We conclude that the provisions of section 5(1) which 
were primarily designed to protect competition in the trans- 
portation field are still so designed and are thus limited,” said 
the division. “There must be competition between the carriers 
involved in order to activate the statute. This is not present 
under the instant contract, and we are, therefore, without juris- 
diction in the premises.” ; 

The division said that for many years prior to 1923, the 
Grand Trunk Western Railroad Co. had contracted with the 
Pullman Co. for the furnishing of sleeping car service over its 
lines, and that in 1923 the Grand Trunk became a part of the 
Canadian National’s system. It said the latter owned and oper- 
ated its own sleeping cars but continued the arrangements with 
Pullman to provide service over the lines of the Grand Trunk. 
It also said the present arrangement was but a continuation of 
the prior one now reduced to formal contract terms. 


“Thus the agreement was designed to meet a situation 
where Canadian National is both providing its own sleeping 
car equipment and service and also utilizing the facilities and 
service of Pullman,” said the division. ‘This situation is cov- 
ered by article III of the agreement; in other respects the con- 
tract is similar (except for cars in special movements) to the 
contracts between Pullman and other railroads in the United 
States.” 


The division said it had been suggested that the arrange- 
ment as a whole constituted a pooling of “service” which, under 
section 5(1) of the act, required the Commission’s approval as 
a condition to its validity. It said the division was of the 
opinion that neither the contract as a whole nor any of its 
provisions came within the purview of section 5(1). 






































W. & L. E. Control. 


In a report in Finance No. 14367, Wheeling & Lake Erie 
Railway Company Control, made public after it had issued a 
notice of its approval, in that application, of the purchase by 
the Chesapeake & Ohio Railway Co. of certificates of deposit 
representing 5,482 shares of W. & L. E. common stock (see 
Traffic World, Oct. 21), the Commission, division 4, expressed 
the view that consummation of the transaction here proposed 
would facilitate unification of the Wheeling & Lake Erie with 
“another carrier.” 

It said the purchase price of the certificates that the Chesa- 
peake & Ohio proposed to acquire from the Allegheny Corpora- 
tion would, under terms of the Allegheny offer accepted by 
the C. & O. on September 1, be $59.6013 a share, or a total 
of $326,734.33. However, it added, “interest actually will be 
charged from August 2, 1944, only to the date on which the 
applicant (the Chesapeake & Ohio) pays for the stock, and 
it is understood that the applicant will receive any dividends 
declared by the Wheeling & Lake Erie before consummation of 
the purchase, so that the cost of the stock to the applicant may 
be somewhat less.” 

The Commission said that in previous determinations in 
this proceeding it had authorized the C. & O. to purchase at 
Specified prices and subject to conditions prescribed by the 
Commission (a) 60,000 shares of W. & L. E. common stock 
“forthwith” and (b) thereafter 14,357 additional shares of 
W. & L. E. stock, common, prior-lien, or preferred. In the 
Instant proceeding, it said, the C. & O. was asking authority 
to buy 5,482 additional shares or certificates of deposit repre- 
Senting such shares. ; 

.. rhe North American Coal Corporation,” it continued 
owned a total of 16,357 shares of Wheeling & Lake Erie com- 
mon stock. It was willing to sell all this stock at 59, but its 
holdings were in excess of the 14,357 additional shares which 
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the applicant was authorized to purchase. Accordingly, after 
the applicant bought the 10,875 shares, the coal company still 
owned 5,482 shares. The present proposal grows out of the 
company’s desire not only to reduce its investment in the 
Wheeling & Lake Erie, but to dispose thereof entirely. 


“On August 2, 1944, the 5,482 shares were bought by the 
Allegheny Corporation at $59 a share, and were pledged by it 
with the trustee under the deposit and trust agreement (men- 
tioned in the original report in this proceeding, 254 I. C. C. 
632). The Allegheny Corporation owns a substantial amount 
of the applicant’s common stock, and the two companies have 
a common officer and several common directors. By letter 
dated August 11, 1944, the Allegheny Corporation offered to 
sell these shares to the applicant upon the understanding that 
the applicant would solicit offerings of Wheeling & Lake Erie 
common stock in the manner required by section 10 of the 
Clayton act. ... The applicant invited tenders of the common 
stock, or certificates of deposit representing such shares, at a 
price not to exceed $60 a share. Only one tender was received, 
the Allegheny offering to sell the certificates of deposit repre- 
senting the 5,482 shares to the applicant at $59.6013 a share. 
This offer was accepted September 1, 1944... .” 


The report showed that on consummation of the considered 
transaction the C. & O. would own 23.1 per cent of the com- 
mon stock of the W. & L. E., that the Nickel Plate, a C. & O. 
subsidiary, owned 49.7 per cent of that stock, that other inter- 
ests owned 27.1 per cent of the grand total of 337,723 shares 
of common, and that the combined interests of the C. & O. 
and the Nickel Plate would be 67.99 per cent of the W. & L. E. 
stock of all classes, of which applicant would have 35.11 per 
cent. 


_ “Under Ohio statutes,” the Commission said, “the affirma- 
tive vote of two-thirds of the stock of all classes would be 
sufficient for corporate authorization of consolidation or merger 
of the issuing company with another railroad corporation. 
But .. . concentration of the stock into a single holding should 
be a factor definitely facilitating unification of the Wheeling 
& Lake Erie with another carrier; and this will be less ex- 
pensive if additional shares are acquired at a reasonable price. 
To that extent, therefore, and perhaps in other particulars, 
the additional stock proposed to be purchased, along with the 
stock already owned, will give the applicant a further measure 
of control of the Wheeling & Lake Erie. Whether it will facili- 
tate at least of the Wheeling & Lake Erie’s properties to 
some other carrier we are not prepared to state. .. .” 





UNITED STOCKYARDS BOND ISSUE 


In Finance No. 14691, United Stockyards Corporation Pro- 
posed Bonds, the Commission, by division 4, has dismissed an 
application for authority to issue not exceeding $5,464,000 of 
3%-per cent first mortgage and collateral-trust sinking-fund 
bonds, series A. 

The division said the applicant owned a majority of the 
outstanding stock of the Brighton Stock Yards Co., Portland 
Union Stock Yards Co., Saint Joseph Stock Yards Co., Saint 
Paul Union Stockyards Co., and the Sioux City Stock Yards 
Co. It said that as a result of action taken and proposed to 
be taken, the applicant would own and operate the stockyards 
previously owned and operated by the South San Francisco 
Union Stock Yards Co., Fort Worth Stock Yards Co., and Mil- 
waukee Stock Yards Co., but that it did not and would not 
perform the service of, or operate any facilities for, loading 
or unloading livestock, or any other transportation service 
within the meaning of the interstate commerce act. 

The division said the applicant was not organized for the 
purpose of engaging in transportation as a common carrier 
by railroad nor did it propose to so engage. It said the carrier 
service performed was limited to the loading and unloading 
of livestock by lessees and that the applicant was not engaged 
in general transportation service to the public as a common 
carrier by railroad. 

“We are of the opinion that the applicant is not at present 
nor does it propose to become a common carrier by railroad 
subject to our jurisdiction under section 20a of the act,” said 
the division. 
























Commission Reports 


(An asterisk before the docket number means that the report 
will noi be printed in full in the permanent series of Commission 
reports. Mireographed copies of such reports in full may be om 
tained by prompt application to the Commissiun.) 


Fresh Cherries 


No. 29047, Yakima Fruit Growers Association vs. Railway 
Express Agency, Inc.; et al. By the Commission. Report writ- 
ten by Commissioner Alldredge. Rate of 37 cents a hundred 
pounds charged on carload shipment of 30,240 pounds of fresh 
cherries, from Weehawken, N. J., to Pier 20, New York, in- 
applicable, in combination with joint rate of $3.30 a hundred 
pounds on shipment in express service dispatched June 24, 
1942, from Ahtanum (Yakima), Wash., originally consigned to 
New York City but diverted in transit to Albany, N. Y., and 
reconsigned therefrom to Pier 20, Hudson River, New York. 
Applicable combination found to be rate of $3.30 to Weehawken 
and proportional rate of $27.04 a car beyond. Reparation of 
$84.85 with interest awarded. Commissioner Alldredge said 
that the defendants’ evidence was to the effect that the pro- 
portional rate of $27.04 was published for application on so- 
called “distress” shipments, that the shipment here considered 
fell in that category, that there was nothing in the tariff that 
made a prior movement in freight service a prerequisite to 
the $27.04 rate, and that “if it had been intended to prohibit 
the application of this rate . .. on a prior movement by 
express, it should have been so stated in the tariff.” 


Dairy and Packinghouse 


I. and S. M-2317, Dairy and Packing-House Products— 
Central to Eastern Points. By division 3. Discontinued. Pro- 
posed increased motor common carrier rates on dairy and 
packing-house products, minimum 20,000 pounds, from central 
to trunk-line and New England territories, found just and rea- 
sonable. The report said that by schedules filed to have be- 
come effective October 14, 1943, the motor common carriers 
that were parties to a tariff of Eastern-Central Motor Carriers 
Association, had proposed to establish increased rates, minimum 
20,000 pounds, on butter, cheese, eggs, cured meats, fresh 
meats, and other so-called dairy and packing-house products, 
from Chicago, Ill., Indianapolis, Ind., Detroit, Mich., and Cin- 
cinnati, Columbus, Norwalk, and Washington Court House, O., 
to 20 points in trunk-line and New England territories, includ- 
ing points taking the same rates. It said that on protests of 
the price administrator, the director of economic stabilization, 
and the war food administrator, and certain shippers, operation 
of the proposed schedules had been suspended until May 14, 
and that respondents had postponed the effective date of the 
schedules indefinitely. ‘ 


Sand Demurrage 


No. 29080, Myers, Myers & Goen vs. Chicago, Rock Island 
& Pacific Railway Co. et al. The Commission, by division 2, 
found that demurrage charges for detention of cars containing 
sand were unreasonable for the days preceding January 16, 
1942, to the extent that they exceeded $2.20 a day, but that they 
were not otherwise unreasonable. It also found that the com- 
plainants received the shipments as described, paid the demur- 
rage charges thereon as found unreasonable in this proceeding, 
were damaged thereby in the amount of the difference between 
charges paid and those found reasonable, and were entitled to 
reparation with interest. The report said the complainants had 
alleged that demurrage charges for the detention at Waveland, 
Ark., in January, 1942, of 38 cars containing sand, were unrea- 
sonable. 


Commission Motor Reports 


(An asterisk defore the docket number means that the report 
will nce be printed wn full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


MC 668, Sub. 30, Intercity Transportation Co., Paterson, 
N. J., extension. Certificate granted. Passengers and their bag- 
gage, between described points in East Rutherford, N. J., as an 
alternate route in connection with otherwise authorized opera- 
tions, serving no point thereon except as otherwise authorized. 

*MC 16951, Sub. 1, C. & N. Trucking Co., Mountain View, 
Calif., extension, embracing also MC 52554, Sub. 1, Same. On 
reconsideration by division 5, findings in prior report, 42 M. C. 
C. 813, decided July 5, 1943, modified, and applicant’s proposed 
operations found to be those of a common carrier. Certificate 
granted. General commodities, with exceptions, between San 
Francisco, Calif., and Oakland, Calfi., on the one hand, and 
San Jose, Calif., on the other, over described routes. 

*MC 22317, Fidelity Storage & Transfer Co., St. Paul, 
Minn., common carrier. Certificate granted. Applicant found 
entitled to continue operation as a common carrier of house- 
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hold goods between points in Ill., Minn., Mich., N. D., S. D, 
and Wis., and between points in Minn., on the one hand, and, 
on the other, points in 14 states and the District of Columbia, 

*MC 44609, Sub. 8, Missouri Pacific Railroad Co. (Guy A, 
Thompson, Trustee), St. Louis, Mo., extension. On reconsidera- 
tion by division 5, amended certificate granted and findings in 
prior report, 32 M. C. C. 853, modified so as to eliminate there. 
from authority to conduct operations in the transportation of 
general commodities between Natchez, Miss., and the Miss.-La. 
state line, over U. S. highway 65. Such route revised to read 
as follows: Between Vidalia, La., and the Miss.-La. state line, 
from Vidalia over U. S. highway 65 to the Miss.-La. state line, 
and return over the same route, serving no intermediate points, 
and subject to the same conditions as specified in the certificate 
issued to applicant, June 16, 1942, in the instant proceeding, 

*MC 88761, Sub. 15, Gulf Transport Co., Mobile, Ala., ex- 
tension. .Certificate granted. Lumber, from Melvin, Ala., to 
Quitman, Miss., with no transportation for compensation on 
return, and no service to or from intermediate points, subject 
to the following conditions: (1) that the service performed shall 
be limited to that which is auxiliary to, or supplemental of, 
rail service of the Gulf, Mobile, & Ohio Railroad Co.; (2) that 
shipments transported by applicant shall be limited to those 
delivered to the railroad under a through bill of lading cover- 
ing, in addition to movement by applicant, a subsequent move- 
ment by rail; (3) that no shipments shall be transported by 
applicant as a common carrier by motor vehicle through Quit- 
man to any point beyond it; and (4) such further specific con- 
ditions as the Commission, in the future, may find it necessary 
to impose in order to restrict the applicant’s operation by mo- 
tor vehicle to service that is auxiliary to, or supplemental of, 
the rail service of the G. M. & O. 

*MC 10761, Sub. 4, Transamerican Freight Lines, Inc., De- 
troit, Mich., extension. On reconsideration by division 5, Chair- 
man Patterson dissenting, findings in prior report, 34 M. C. C. 
802, modified; certificate granted. General commodities, with 
exceptions, between Jeffersonville and Versailles, Ind., over 
Indiana. highway 62 from Jeffersonville to Madison, Ind., thence 
over Indiana highway 29 to Versailles, (also from junction of 
Indiana highways 62 and 107 over Indiana highway 107 to 
junction of Indiana highway 29) and return over same routes 
as an alternate route for operating convenience only, with no 
service at intermediate points or at Versailles. 

*MC 101047, Alp Haulage Co., Inc., Brooklyn, N. Y., com- 
mon carrier. On reconsideration by division 5, Commissioner 
Lee concurring, findings in prior report, 23 M. C. C. 867, re- 
versed; collection and delivery services performed by applicant 
within corporate limits of New York, N. Y., for which authority 
was granted in prior report, found exempt, under section 202 
(c) (2), interstate commerce act, from the certificate and per- 
mit requirements of the act, and application denied. 

*MC 104975, Sergio Gonzales, Jr., Del Rio, Tex., common 
carrier. Certificate denied. Passengers and their baggage be- 
tween Del Rio and the U. S.-Mexico international boundary, 
over described routes. 

*MC 95540, Sub. 6, Watkins Motor Lines, Inc., Thomasville, 
Ga., extension. Certificate denied. Specified commodities from, 
to, or between points or territories in 24 states and the Dis- 
trict of Columbia. 

*MC 47389, Federal Truck Lines, Inc., Chicago, III., com- 
mon carrier, embracing also MC 47389, Sub. 1, Same, exten- 
sion. Certificates denied. In MC 47389, upon further hearing, 
applicant found to have failed to establish the right to a cer- 
tificate under the ‘‘grandfather’””’ clause. Findings in prior re- 
port, 41 M. C. C. 853, denying the application, affirmed. In MC 
47389, Sub. 1, public convenience and necessity found not to 
require applicant’s operation between points in IIl., Ind., O., 
and Ky., over specified routes. 

*MC 2251, Harley P. Stewart, Hillside, N. J., contract car- 
rier, embracing also MC 2294, William Struck Contract Carrier 
Application; MC 59718, Elmer O’Brien Contract Carrier Appli- 
cation; MC 59759, Wilbur Wright Contract Carrier Application; 
MC 59779, Alfred Bordeleau Contract Carrier Application; and 
MC 59845, Frank Schlaline Contract Carrier Aplication. By divi- 
sion 5, on reconsideration, Commission Lee dissenting, findings 
in prior report 17 M. C. C. 157, modified by limiting the appli- 
cants’ operations to such as may be performed for a described 
class of shippers. The report said the applicants’ operations had 
been performed or the Great Atlantic & Pacific Tea Co., and 
that the principal commodity description involved was very 
broad, although it clearly must be to encompass the wide range 
of commodities applicants were required to transport in serv- 
ing such a shipper. The applicants were given 60 days in which 
to show cause why the prior findings should not be modified. 


CONSOLIDATED CLASSIFICATION DOCKET 
Consolidated Classification Docket No. 105, covering hear- 
ings to be held at 101 Marietta St., Atlanta, Ga., November 1; 
143 Liberty St., November 8, and Union Station, Chicago, No- 
vember 15, is included with the Octoker 28 issue of the Traffic 
Bulletin. 
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Railroad Abandonments 
Okla. City Junction 


The Oklahoma City Junction Railway Co. has asked the 
Commission, in Finance No. 14743, for authority to abandon 
operation of railroad loading and unloading facilities at the 
Oklahoma National Stock Yards, Oklahoma City, now being 
operated under lease from the stock yards company, since 
July 1, 1941. At that time, the applicant said, the stock yards 
company thought it advisable to divorce itself entirely from 
the loading and unloading operations, because of the uncer- 
tainty and confusion that grew out of the early interpretation 
of the carriers’ taxing act. It said that the Railway Retire- 
ment Board, under sections 202.2 and 202.3 of its regulations 
under the railway retirement act, and section 301.4 of its regu- 
jations under the railroad unemployment insurance act, had 
now ruled that stock yards companies might perform loading 
and unloading services through a separate department without 
bringing under that act all of the employes of the stock yards 
company. Immediately on the granting of permission for the 
abandonment, the applicant said, the stock yards company 
intended to resume all loading and unloading operations. A 
statement from the stock yards company to that effect was 
appended to the application. 


Reading Co. 


In Finance No. 14744, the Reading Co. has asked the Com- 
mission for authority to abandon that portion of its Schuylkill 
and Susquehanna branch extending from a point near Auburn, 
to Auchenbach, a distance of about 15.17 miles, in Schuylkill 
county, Pa. Abandonment should be permitted, the railroad 
said, because the demand for service was insufficient to justify 
continued operation of the line. 


Reading Co. 


The Reading Co. has requested authority from the Com- 
mission in Finance No. 14745, to abandon that portion of its 
Schuylkill and Susquehanna branch extending from a point 
near Rausch Gap to the end of the branch at Rockville, about 
2258 miles, in Lebanon and Dauphin counties, Pa., and opera- 
tion under trackage rights over the tracks of the Pennsylvania 
between Rockville and Harrisburg, about 5.6 miles, in Dauphin 
county, Pa. The demand for service was insufficient to justify 
continued operation of the line, the Reading Co. said, and 
that, if the portion of the branch between Rausch Gap and 
Rockville was abandoned, there would no longer be any need 
for operation over the tracks of the Pennsylvania. 


Seaboard Air Line 


Seaboard Air Line Railway Co., and its receivers, have 
asked the Commission, in Finance No. 14739, for authority to 
abandon a portion of a track known as the Lydia-Timmons- 
ville branch, extending from Lydia, in Darlington county, S. C., 
to Timmonsville, in Florence county, S. C., approximately 17.1 
miles. The studies made by the receivers indicated that the 
branch had been operated at an out-of-pocket loss in each of 
the years 1941 to 1943, inclusive, the application said, and that 
operation in the current and future years would result in cumu- 
lative losses. 


Carolina Freight Application 


In MC 2253, Carolina Freight Carriers Corporation Com- 
mon Carrier Application, the applicant has petitioned the Com- 
mission for indefinite postponement of the denial order of divi- 
sion 5 served last April (see Traffic World, April 15, p. 1037), 
and effective October 31. 

The petition said that throughout the entire proceeding the 
applicant had steadfastly held to its claim for operating rights 
bith in and out of New England, but that to all intents and 
purposes the authority that would become effective October 31, 
precluded operations southbound out of New England. It said 
the applicant had been able, after much searching, to reach an 
agreement for the purchase of operating rights that would en- 
able it to continue operations to and from New England on a 
scale comparable to its operations in the past. It said that in 
order to prevent a cessation of such service pending the pur- 
chase of these rights the applicant made the instant request. 

Carolina said it had been able to reach an agreement for 
the purchase from Whippet Motor Lines, Inc., of certificated 
rights for the carriage of general commodities, with exceptions, 
between New York, N. Y., and points and places in that part 
of New Jersey on and north of N. J. highway 33, on the one 
hand, and, on the other, points and places in Connecticut, Rhode 
Island, and Massachusetts. It said it expected to file an appli- 
cation for approval of the purchase not later than October 23. 

_ Carolina said it was transporting at present an average of 
thirty truckloads a week from points in New England not 
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included in the authority effective October 31, and that a con- 
siderable portion of this traffic was war material. This service 
would be lost if the relief sought was not granted, it said, and 
that the traffic as a whole was of a volume that made the 
matter of whether interchange arrangements could be readily 
worked out one of pure conjecture. 

It said that authority of the type that had been granted it 
by the Commission last April, when the Commission said it 
had followed the principles enunciated by the Supreme Court 
of the United States in United States vs. Carolina Freight Car- 
riers Corporation, 315 U. S. 475, left it with but two workable 
alternatives: To try to arrange for an interchange of the traffic 
it must relinquish, or purchase operating rights that would 
“cover up” the defect in its “grandfather” authority. 

The relief it sought was not without precedent, Carolina 
said, citing Central Motor Lines, Inc., Common Carrier Appli- 
cation, 42 M. C. C. 617, and R. D. Fowler Motor Lines, Inc., 
Common Carrier Application, 34 M. C. C. 122. Both of these 
cases, it said, had been held open for many, many months pend- 
ing final action by the Commission on extension applications 
filed for the purpose of covering up weaknesses therein. It also 
cited American Van Lines, Inc., Common Carrier Application 
41 M. C. C. 771, and C. J. Mitchel, Com. Car. Applic., MC 35525. 
The difference between its case and those mentioned, it said, 
was that the cited cases had involved extension applications, 
while the instant case involved a purchase application. Caro- 
lina said it believed the distinction was unimportant, but that, 
if it was considered of importance, “we believe that our case 
has more merit than the others.” 

Carolina said that, by its petition, it did not in any manner 
attack the merits of the final decision of the Commission in this 
proceeding and that it was not requesting a reconsideration. 
Granted the relief sought, it said, it had no intention whatso- 
ever of prolonging the proceeding by further court action. 


MULTIPLE LOADING RULE 


The respondents in I. and S. No. 5268, Rule 33—Multiple 
Loading, petitioned the Commission for postponement of the 
effective date of its order in that proceeding, November 13. 
The order required the respondents to cancel on or before that 
date modified schedules proposing changes in consolidated clas- 
sification rule 33, relating to multiple loading, which the Com- 
mission, division 2, found unjust and unreasonable, together 
with a modified paragraph of the rule proposed by the Com- 
mission (see Traffic World, Oct. 14, p. 955). 

The carriers said that they intended to file a petition for 
reconsideration by the entire Commission and asked the post- 
ponement of the effective date of the order for a time sufficient 
to enable the Commission to consider the petition. They filed 
the petition in advance of the petition for reconsideration, they 
said, to enable them to have a ruling on the request for post- 
ponement at the earliest possible time, so that they might pub- 
lish the effective cancellation date in “some regular supplement 
to the Consolidated Freight Classification and will not be com- 
pelled to issue a supplement for that purpose only.” 

They pointed out that the effective date of the schedules 
ordered cancelled had been postponed voluntarily by them un- 
til November 20, and said that on the granting of the instant 
petition they would postpone correspondingly the effective date 
of such schedules. 

The Commission, by Commissioner Splawn, October 27, is- 
sued an order in I. and S. No. 5268, postponing the effective 
date of its order in the proceeding to January 12, 1945, on not 
less than one day’s notice. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14713, Pittsburgh, Cincinnati, Chi- 
cago & St. Louis Railroad Co. Bonds, granting,authority to the Pitts- 
burgh, Cincinnati, Chicago & St. Louis Railroad Co. to issue not ex- 
ceeding $23,735,000 of general mortgage 3% per cent bonds, series E, to 
be sold at 101.0201 and accrued interest from October 1, 1944, to date 
of delivery, and the proceeds used, with other funds, to redeem a like 
principal amount of general mortgage bonds, series C; previous orders 
modified so as to permit the Pittsburgh, Cincinnati, Chicago & St. 
Louis Railroad Co. to change the maturity date and redemption pro- 
visions of $6,503,000 of general mortgage 5 per cent bonds, series D and 
the Pennsylvania Railroad Co. to continue assumption of obligation and 
liability in respect of such bonds, as modified, and the pledge thereof 
under a certain trust indenture dated January 1, 1934; granting au- 
thority to the Pennsylvania Railroad Co. to assume obligation and lia- 
bility, as lessee and guarantor, in respect of the payment of principal 
of, interest on, and sinking fun payments for the $23,735,000 of general 
mortgage 33% per cent bonds, series E. Approved. This report also em- 
braces F. D. Nos. 8907, 9075, and 9650, Pittsburgh, Cincinnati, Chicago 
& St. Louis Railroad Co. bonds, and F. D. No. 10297, Pennsylvania 
Railroad Co. Securities. 

Report and order in F. D. No. 14722, New York, Chicago & St. Louis 
Railroad Co. Securities, granting authority to (A) issue a promissory 
note or notes for not exceeding $10,000,000 to be delivered to the payee 
to evidence a loan for a like amount, the proceeds to be applied to the 
redemption of outstanding bonds; and (B) to pledge and repledge, as 
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collateral therefor, all or any part of $16,464,000 of refunding mortgage 
4% per cent bonds, series C. Approved. 

Report and order in F. D. No. 14712, Cleveland & Pittsburgh Rail- 
road Co. Bonds, granting authority to the Cleveland & Pittsburgh Rail- 
road Co. to issue not exceeding $11,000,000 of general and refunding 
mortgage 3 per cent bonds, series C, to be sold at 100.45 and accrued 
interest, and the proceeds applied with other funds to the redemption 
of a like amount of outstanding bonds; and granting authority to the 
Pennsylvania Railroad Co. to assume obligation and liability, as lessee 
and guarantor, in respect of these bonds. Approved. 

Report and order in F. D. No. 14641, Milwaukee Stock Yards Co. 
Lease, and F. D. No. 14643, Milwaukee Livestock Handling Co. Stock, 
authorizing lease by the Milwaukee Livestock Handling Co. of property 
of the Milwaukee Stock Yards Co. used for loading and unloading live 
stock; and granting authority to the Milwaukee Livestock Handling Co. 
to issue not exceeding $5,000 of capital stock, consisting of 50 shares 
of the par value of $100 each, all of which, except 3 directors’ qualify- 
ing shares, is to be sold to the United Stock Yards Corporation and the 
proceeds used to provide working capital. Approved. 

Report and order in F. D. No. 14642, Milwaukee Livestock Handling 
Co., et al., Control, ete., authorizing acquisition by the United Stock 
Yards Corporation of direct control, through stock ownership, of the 
Milwaukee Livestock Handling Co., the Fort Worth Livestock Handling 
Co., and the South San Francisco Livestock Handling Co.; and author- 
izing purchase by the United Stock Yards Corporation of the railroad 
properties of the Milwaukee Stock Yards Co., the Fort Worth Stock 
Yards Co., and the South San Francisco Union Stock Yards Co. Ap- 
proved. 

Report and order in F. D. No. 14686, Saint Paul Union Stockyards 
Co. Lease, authorizing lease by the Stockyards Railway Co. of property 
of the Saint Paul Union Stockyards Co. used in loading and unloading 
livestock at Billings, Mont. Approved. 

Report and order in F. D. No. 14687, Sioux City Stock Yards Co. 
Lease, authorizing lease by the Sioux City Terminal Railway Co. of 
property of the Sioux City Stock Yards Co. used in the loading and un- 
loading of live stock at Butte, Mont. Approved. 

Report and order in F. D. No. 14695, Denver & Rio Grande Western 
Railroad Co. Trustees et al Joint Operation, authorizing acquisition 
by the trustees of the Denver & Rio Grande Western Railroad Co., 
and the trustees of the Western Patific Railroad Co., of joint use of 
the passenger station and appurtenant facilities of the Salt Lake City 
Union Depot & Railroad Co., in Salt Lake City, Utah. Approved. 


PETITIONS FOR REHEARING, ETC. 

No. 28921, American Potash & Chemical Corp. vs. Aberdeen & Rock- 
fish, et al. Transcontinental Line defendants ask for postponement of 
effective date of order of August 26. 

MC-F 2572, Joseph Pomprowitz, purchase, Chancy L. Shanyfelt. 
Webber Cartage Line, Inc., et al., ask for hearing. 

MC-F 2674, St. Johns River Line Co., lease, Bee Line Transfer. St. 
Johns River Line Co. asks for authority temporarily to operate motor 
carrier properties of Timothy Goodall and Henry Goodall dba Bee Line 
Transfer. 

MC-F 2418, Cincinnati, Newport & Covington Ry., issuance of note, 
and MC-F 2419, Charles Allen, Jr., et al., control, Cincinnati, Newport 
& Covington Ry., and The Dixie Traction Co. Walter J. Berg, a party 
to applications, asks for reconsideration of decision of September 9, 
and further hearing. 

No. 25727, Seatrain Lines, Inc. vs. A. C. & Y., et al. Complainant 
asks for reconsideration of order of October 2, and for expedited relief. 

MC-F 2541, Sam Potashnick, et al., control; Potashnick Local Truck 
System, Inc., purchase, Adam Dietrich. L. A. Tucker Truck Lines, Inc., 
et al., ask for hearing. 

Finance 14585, Arkansas R.R., reconstruction loan. Applicant asks 
for reconsideration and modification of certificate by reducing amount 
of collateral to be pledged with Reconstruction Finance Corp. 

MC-F 2572, Joseph Pomprowitz, purchase, Chancy L. Shanyfelt. 
Wisconsin Motor Carriers Association, Common Carrier Division, asks 
for hearing. 


FINANCE APPLICATIONS 


MC F-2680, L. F. Miller and F. D. Miller, partners dba Miller & 
Miller Freight Lines, Wichita Falls, Tex., ask authority to lease, for 
a period of five years, and temporarily to operate, operating rights of 
Dalby Motor Freight Lines, Inc., Lubbock, Tex., as a motor common 
earrier of freight from Floydada, Tex., to Plainview, Tex., between 
Lubbock and Floydada, and between Plainview and/or Floydada and 
Matador, Tex. 

MC F-2678, Homer W. Fitterling, of South Bend, Ind., asks au- 
thority to acquire control of Superior Freight Lines, Inc., also of South 
Bend, through ownership of capital stock. 

Finance No. 14738, Boston & Maine Railroad asks authority to pur- 
chase all of the property and franchises of the Concord & Portsmouth 
Railroad, except its right to exist as a corporation, for $175,000 (equiva- 
lent to $50 a share on the capital stock of the C. & P.). The application 
said that the properties of the C. & P. had been continuously operated 
as part of the applicant’s system since 1895. 

MC F-2679, L. F. Miller and F. D. Miller, dba Miller & Miller Motor 
Freight Lines of Wichita Falls, Tex., asks authority to purchase cer- 
tain operating rights of Plunkett Motor Line, Inc., also of Wichita 
Falls, and temporarily to operate. 

Finance No. 14741, Guy A. Thompson, trustee of the Missouri Pacific 
Railroad Co., asks authority to extend the line of the company’s railroad 
by the construction of a branch in Williamson and Franklin counties, 
Ill., to begin at a connection with its existing line at a point on or 
about the east line of section 18, township 8 south, range 3 east, 
Williamson county, and to run about 26,000 feet to a connection with the 
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—_ tracks of mine No. 9 of the Old Ben Coal Corporation in Franklip 
county. 

Finance No. 14742, Oklahoma City Junction Railway Co. askeq 
authority to issue 10,000 shares of $20 par value capital stock to replace 
a like amount of presently outstanding capital stock of the same par 
value. The application said the applicant had reduced its capital stock 
in 1941 from $1,000,000 to $200,000, by calling in $100 par value stock 
and rubber stamping a certificate on that stock to the effect that its 
value was $20 a share instead of $100. Applicant said it was now 
advised that, before this exchange was made, it should have obtaineg 
permission from the Commission, 

MC F-2681, E. J. Ewing, Jr., dba V. & J. Trucking Service, cf De 
Moines, Ia., asks- authority to purchase certain operating rights of Whit, 
Line Transfer & Storage Co., Inc., also of Des Moines. 













COMMISSION ORDERS 

MC 44849, Sub. 2, D. D. Alderdyce, common carrier application, 
formerly MC 92686, D. D. Alderdyce, common carrier application. Re 
opened for further hearing on November 17, at 9:30 o’clock a. m., at 
Sherman Hotel, Chicago, Ill., before Examiner Bradford. 

No. 28921, American Potash & Chemical Corp. vs. Aberdeen & Rock. 
fish, et al. Order of August 26, modified to become effective February 
5, 1945, on not less than 30 days’ notice, instead of December 4. 

MC 93674, Elmer R. Hill, common carrier application. Findings in 
report and order of May 4, 1939, modified so as to delete therefrom word 
Lake Forest, Ill., and insert in lieu thereof word Forest Park, Ill. This 
order shall become effective December 26, unless any party in interest 
shall show cause, if any there be, in writing verified under oath, why 
report and order of May 4, 1939,-should not be modified in manner 
described above. 

Finance 13285, Susquehanna New York, abandonment. Joint peti- 
tion of Wm. H. McCloud and Harry G. Tarskey dismissed because not 
filed within period specified in rule 101(e) of Commission’s Rules of 
Practice. 

W-357, Nicholson Universal Steamship Co., applications. Reopened 
for reconsideration. 

Fourth Section Appl. 20747, grain and grain products to Massachu- 
setts. Applicants granted leave to file petition for reconsideration of 
fourth section order 15134, entered June 20, in fourth section applica- 
tion 20747, as amended, on or before October 21. 


MOTOR FINANCE CASES 

MC F-2469, Roy Stone and Leonard C. Carter—Control; Roy Stone 
Transfer Corporation—Purchase—Abram Jerome Novick and H. M. 
Turner Trucking Corporation; and Roy Stone, et al.—Control—H. M. 
Turner Trucking Corporation. 1. Purchasetby Roy Stone Transfer Cor- 
poration, of Martinsville, Va., of (1) certain operating rights of Abram 
Jerome Novick, doing business as Novick Transfer Company, of Win- 
chester, Va., and (2) certain operating rights of H. M. Turner Trucking 
Corporation, also of Martinsville, and acquisition of control of said 
operating rights by Roy Stone and Leonard C. Carter, of Martinsville, 
through said purchases, approved and authorized, subject to condition. 
2. Application of Roy Stone, et al., for authority to acquire control of 


H. M. Turner Trucking Corporation, through purchase of capital stock, 
denied. 


MC-F-2500, Jay Rountree—Lease—Herrin Motor Lines, Inc. Lease 
by Jay Rountree, doing business as Ozark Motor Lines, of Dallas, Tex., 
of certain operating rights of Herrin Motor Lines, Inc., of Shreveport, 


La., and certain property of Joseph R. Herrin, approved and author- 
ized, subject to condition. 

No. MC F-2484, Robert E. Mack—Purchase—Truck Service Corpora- 
tion. Purchase by Robert E. Mack, dba Mack Transportation Co., of 
Philadelphia, Pa., of the operating rights and property of Truck Service 
Corporation, also of Philadelphia, approved and authorized, subject to 
the terms and conditions set out in the findings in report herein of 
September 21, 1944. 


SANTA FE CONSTRUCTION 


The City of Long Beach, Calif., and the Board of Harbor 
Commissioners of the City of Long Beach, have filed a peti- 
tion with the Commission in Finance No. 14639, involving an 
application of the Santa Fe for authority to construct a track 
of about 2 miles in length to connect the line of the Santa Fe 
in Los Angeles with trackage of the city in the Long Beach 
harbor district, asking for argument before the entire Com- 
mission. The petitioners, interveners, asked argument before 
the Commission rather than before division 4 in order to ex- 
pedite the proceeding, they said. 

They said that all portions of the Los Angeles harbor area 
were served by all of the transcontinental lines serving south- 
ern California, through switching service provided by the Har- 
bor Belt Line Railroad. They said that Long Beach was now 
unable to provide a comparable service, and that the services 
of the Santa Fe were available only by means of slow inter- 
changes at various transfer points, although its lines were 
within about two miles of a junction with the lines of the city 
of Long Beach. They said the transcript in the proceeding 
would show that the commanding officer of the Los Angeles 
port of embarkation favored the proposed extension and had 
expressed his opinion that it was a desirable improvement, that 
military supplies moving through the port of Long Beach would 
increase, and would increase in greater proportion than those 
through Wilmington (Los Angeles) harbor, and that this was 
particularly true of ammunition and high explosives, which, 
they said, could be loaded only at Long Beach. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Water Carrier “Grandiather” Rights 


In W-115, Chotin & Pharr, Inc., Contract Carrier Applica- 
tion, Examiners G. H. Mattingly and C. B. Gray, on further 
hearing have recommended reversal of the conclusion in the 
prior report of January 29 that the applicant had ‘failed to 
establish such bona fide operations as would entitle it to “grand- 
father” operating authority on the waterways covered by its 
application; that the applicant be found entitled to continue 
operation in general towage between ports and points on the 
Mississippi and Cumberland Rivers, from New Orleans, La., to 
Nashville, Tenn., inclusive; and that a certificate be issued. 

The report presented a summary of the applicant’s entire 
operations between July 16, 1939, and March 23, 1944, in order 
to determine the range of the applicant’s prior operations, and 
said that of all the points named the only ones served both 
prior to and since January 1, 1940, had been Baton Rouge, La., 
New Orleans, La., Vicksburg, Miss., Grand Lake, Ark., and 
Memphis and Nashville, Tenn. It further said that conse- 
quently, those points marked the limits of the territory that 
the applicant, under the “grandfather clause,” might be author- 
ized to serve. 


“In connection with the applicant’s towing of loaded oil 
barges for the Standard Oil Co., the report said that while all 
such barges were said to have been certified for the transpor- 
tation of bulk oil, the unsupported statement by the applicant’s 
president in that respect concerning vessels in which he showed 
no control as owner or operator did not prove that those ves- 
sels were designed for use exclusively in such service. It said 
that carriage of tin cans, empty and filled, and of drums’ on 
the decks of the barges, however, definitely established that 
the barges were not so restricted in customary use. It also 
said that in the lack of the evidence that the tank vessels com- 
plied with the several requirements imposed by the statute, the 
applicant’s transportation of those barges was not eligible for 
the exemption provided in section 303 (d) of the interstate 
commerce act. The report said that under the described con- 
— a exemption under section 303 (b) of the act also was 
nullified. 


The report said that at the time of hearing the applicants 
operated two towboats, one of which, the Jos. Chotin, was a 
600 horsepower steel, stern wheel, river or pusher type, steam- 
boat, and the other a chartered Defense Plant Corporation 
screw-propelled tugboat of 750 horsepower, not equipped for 
pushing vessels. It said the applicant also owned four steel 
tank barges certified for transporting petroleum products in 
bulk, exclusively. 


East-South Joint Motor Rates 


Through routes of the motor carriers involved would not 
be closed merely by the cancellation of joint rates as proposed 
In the schedules here considered, the resulting: through com- 
bination rates would be substantially higher than the present 
joint rates, and in the absence of any justification for these 
higher combination rates, the considered proposals must be 
found not justified, Examiner B. E. Stillwell concluded in a 
proposed report in I. and S. M-2433, East-South, Joint Rates 
and Routes—Cancellation, embracing I. and S. M-2441, Fred- 
rickson Motor Express—Cancellation of Joint Rates. 

He recommended that the Commission find not shown to 
be just and reasonable the increased combination class and 
commodity rates resulting from the proposed cancellation of 
joint class and commodity rates over through routes of the 
respondents between points in the south, and between southern 
Points, on the one hand, and points in the east, west and south- 
West, on the other, and that the suspended schedules be ordered 
cancelled and the proceeding discontinued. 

In I. and S. M-2433, by schedules filed to become effective 
June 24 and later, the Mason & Dixon Lines, Inc., proposed to 
cance! its participation in joint class and commodity rates ap- 
plying in connection with Boushell Carrier Co., Inc., between 
points in southern territory, on the one hand, and points in 
trunk-line territory on the other, contained in joint agency 
tariffs published by Southern Motor Carriers Rate Conference, 
Agent, and Middle Atlantic States Motor Carrier Conference, 
ne., gent, and by. schedules filed to become effective June 25 


and later, motor common carriers participating in tariffs pub- 
lished by Southern Motor Carriers Rate Conference, Agent, 
proposed to cancel joint class and commodity rates between 
points in southern territory that they maintained in connection 
with J. A. Owen, dba Elizabeth City-Carolina Line. Operation 
of the schedules was suspended until January 24, 1945, of the 
Price Administrator, said the examiner. He added that, in 
I. and S. M-2441, by schedules filed to become effective July 15 
and later, Fredrickson Motor Express Corporation proposed to 
cancel from tariffs published by Southern Motor Carriers Rate 
Conference, Agent, some of which were joint tariffs with other 
agents, its participation in joint class and commodity rates 
within the south and between the south, on the one hand, 
and the east, southwest, and west. on the other, to the extent 
that such joint rates applied in connection with Fredrickson 
as an intermediate carrier. He said operation of the schedules 
was suspended until February 15 on protest of the Price Ad- 
ministrator. Prior to the hearing, the O. P. A. protest was 
withdrawn as to the J. A. Owen proposal, he said. 


The examiner cited the language of the tariff proposals 
under suspension and discussed the reasons advanced by the 
named carriers for their desire to discontinue participation in 
the joint through rates. 


“Respondents,” he said, “take the position that since under 
section 216(c) of the act the establishment of joint rates by 
two or more motor carriers is purely permissive, joint rates 
may be canceled at any time as a matter of right; that the 
establishment of the present joint rates here sought to be can- 
celed was notification to the shipping public of the maintenance 
of through routes only for use in connection with such joint 
rates, and that the suspended schedules would be notice to 
the shipping public that the particular joint rates have -been 
canceled and the only existing through routes have been closed. 
.. . They argue that if the suspended schedules are permitted 
to become effective, no through routes would exist, and that 
combination rates then could not be applied in connection with 
the carriers named therein to reestablish such routes.” 


The Price Administrator, the examiner said, contended that 
if the proposed schedules became effective, combinations of 
local rates higher than the existing joint rates would apply 
over routes in which the respondents would participate, and 
that the respondents had not shown that such combination 
rates would be reasonable and otherwise lawful. 


The schedules under suspension, the examiner said, did 
not put the shipping public on notice in unequivocal language 
that the local rates named in the tariffs carrying them might 
not be used in constructing combination rates, or that through 
routes did not exist in connection with combination rates. 


“The mere cancellation of joint rates,’ he continued, ‘does 
not have the effect of closing the through routes in connection 
with the carriers named in the suspended provisions. Notwith- 
standing the absence of joint rates, two or more motor common 
carriers of property at any time may make arrangements for 
the interchange of traffic and transport shipments on a through 
bill of lading. In the absence of joint rates such shipments 
are charged the lowest combination of rates over the route 
of movement. Through routes once formed continue to be 
open to the public until they are closed by such definite tariff 
provisions as to leave no question but that the carriers forming 
the through routes in the future will not transport through 
shipments between the points on their lines. ... 

“Under the act motor carriers of property are not required 
to establish joint rates and maintain through routes. If through 
routes are established, however, the act requires that the rates 
over such routes shall be just and reasonable. . . . So far as 
this record shows, the resulting through combination rates 
would be substantially higher than the present joint rates... . 
No effort has been made by the respondents to justify the 
higher combination rates. .. .” 


The examiner suggested tariff provisions that, he said. 
would “effectively close the through routes here involved. If, 
after publishing such provisions, the carriers later desired to 
reopen the routes, he said, it would be necessary for them to 
cancel those provisions, and the Commission then could satisfy 
itself that the rates proposed to be applied would be reasonable 
and otherwise lawful before permitting through service to be 
resumed. 
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Manitowoe, Wis., Terminal Services 


In No. 29030, Chicago & North Western Railway Co. 
(Charles M. Thomson, Trustee) vs. Ann Arbor Railroad Co., 
et al., embracing also No. 29045, Ann Arbor Railroad Co., et al. 
vs. Chicago & North Western Railway Co. (Charles M. Thom- 
son, Trustee) et al., Examiner William A. Disque, in No. 29030, 
has recommended that failure and refusal of carriers operating 
east of Manitowoc via car-ferry, to generally join the com- 
plainant, as a terminal carrier at Manitowoc, in commodity 
rates on freight traffic from and to Manitowoc via Manitowoc 
docks be found not unjust or unreasonable. 

He also recommended that charges a car, but not percent- 
age divisions, accruing to the complainant in No. 29030 for 
terminal service at Manitowoc under certain existing joint rates 
from and to Manitowoc over car-ferry routes via Manitowoc 
docks be found so low as to be unjust, unreasonable, and in- 
equitable, and that reasonable charges be prescribed; that the 
tariff situation be found unlawful; and, in No. 29045, that fail- 
ure and refusal of the defendant to apply its general switching 
charge at Manitowoc to the terminal service involved in this 
proceeding be found not unjust, unreasonable, unjustly dis- 
criminatory or unduly prejudicial, and that the complaint be 
dismissed. 

The examiner said car-ferry service from and to Manitowoc, 
for both local and through traffic, started in 1897, with the full 
cooperation of the city and the Chicago & North Western Rail- 
way Co., the latter having insisted on providing the ferry docks 
and other terminal facilities and doing all the transportation 
service at Manitowoc. Since then, he said, there have con- 
tinuously been through rates between Manitowoc and points on 
the ferry lines and their eastern and southern connections. 

He said the Northwestern’s preferred routes between Mani- 
towoc and most of the points reached by the car-ferry lines 
and their connections were over its own line as far as Mil- 
waukee or Chicago, because they afforded it its maximum haul. 
It said the routes via Milwaukee were in connection with the 
car-ferry lines of the Pere Marquette, Grand Trunk Western 
Railroad Co., Pennsylvania Railroad Co., and their connections. 
The routes via Chicago, the report said, were in connection 
with lines operating east and south thereof. It said that except 
on a few commodities, among them coal, lumber, atuomobiles 
and trucks, on which the rates to Chicago were higher, the 
rates over these routes were the same as those via the Mani- 
towoc docks, so that service and solicitation generally controlled 
the shipper in routing his freight. ; 

“As may be seen, the Northwestern, because of its road- 
haul routes via Milwaukee and Chicago, is in direct competi- 
tion with the car-ferry lines in their operations from and to 
Manitowoc,” said the examiner. 


Unquestionably, the report said, the direct routes of the 
ferry lines from and to Manitowoc were in the public interest 
and the Northwestern, it said, would have no right to force this 
traffic via Milwaukee or Chicago, but that from the standpoint 
of a regulatory body, no reasons appeared for requiring un- 
willing carriers to participate in the establishment of joint 
rates. 

“It is lawful for the ferry lines to publish rates from and 
to Manitowoc, for they actually operate from and to that point, 
even though only as connecting lines, but their tariffs are de- 
fective and unlawful in that they fail to specifically provide 
that the rates named therein apply from and to the facilities 
on the Northwestern and that the Northwestern’s terminal 
charges would be absorbed,” said the report. ‘Where the rates 
are not joint with the Northwestern that carrier is operating 
unlawfully in not publishing a tariff naming charges for the 
service it performs from and to the docks.” 

The report said the Northwestern was “justly, reasonably 
and equitably” entitled to some compensation from the ferry 
lines over and above normal switching charges, because of the 
unusual terminal situation prevailing, which, from the stand- 
point of the traffic man involved service akin to an extremely 
short road haul. It said the present terminal charges might 
have been intended to afford such compensation, but that they 
had had their origin in the dark ages of railroading, and that, 
all things considered, they were meager. 

“The Northwestern is not entitled to anything additional 
on the ground that it must forego its long hauls, for the ferry 
lines are not in the position of having to buy the movement of 
this traffic via the Manitowoc docks as against the lower gate- 
ways,” said the report. “The act, coupled with considerations 
of the public interest, affords them and the shippers a right 
to the routes here involved.” 

The report said that in No. 29030 the Commission should 
find that the failure of the carriers to provide joint rates from 
and to Manitowoc had not been and was not unjust or unrea- 
sonable; and that it should further find that the terminal 
charges accruing to the Northwestern under the existing joint 
rates involved had been, were, and for the future would be, 
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so low as to be unjust, unreasonable, or inequitable to the ex. 
tent that they had been, were, or might be less than charges, 
to be published in a tariff for absorption by the ferry lines, of 
$12 a car on less-than-carload traffic and $16 a car on carload 
traffic, these amounts including per-diem and_ grain-door 
charges. The report said the Commission should further find 
that the Northwestern, as to traffic not covered by rates to 
which it had been a party, had been damaged to the amount 
of the differences between the revenues it received on the 
traffic involved during the period of retroactive adjustment and 
those that would have accrued under the charges in this pro. 
ceeding found to have been just, reasonable, and equitable; 
and that the Northwestern was entitled to reparation with 
interest. The report said that unless the ferry lines made volun. 
tary readjustment on this basis the complainant should prepare 
and submit to the defendants a statement complying with rule 
V of the rules of practice as the basis of a reparation order, 

On January 4, the report said, the ferry lines filed ‘“some- 
what of a cross complaint” in No. 29045. The report said they 
alleged that the failure of Northwestern to publish a switching 
charge for its service from and to the docks and its continuing 
to perform this service on the basis of unpublished charges was 
an unreasonable practice and otherwise unjust and unreason- 
able; that its maintenance of a switching charge of $4 for move. 
ments between points on its line at Manitowoc and its connec. 
tion with the Soo, without applying the same charge to and 
from the docks, was unjust and unreasonable, unjustly dis- 
criminatory and unduly prejudicial. It said the Commission was 
asked to require it to discontinue the alleged violations of the 
interstate commerce act; also to require it to continue adequate 
switching service from and to the docks; and to publish, main- 
tain and appl; for that service a just, reasonable, and nondis- 
criminatory switching charge of $4. 

The report said that the Northwestern’s published switch- 
ing charge for general application on traffic from and to its 
connections at Manitowoc was $4. It said that until August 23, 
1943, the tariff, which was perhaps somewhat ambiguous, could 
have been construed as providing for the application of this 
charge from and to the ferry docks, although it was doubtful 
whether there ever had been occasion for so applying it, as the 
service had been covered by the contract charges and the divi- 
sions of the joint rates. It said that, however, effective on that 
date, just before this proceeding was instituted, the tariff was 
amended and clarified by a supplement which specifically pro- 
vided that the published charge would not apply to or from the 
docks. It said the $4 charge was applicable from and to the 
Northwestern’s connection with the Soo, which carrier, in oper- 
ating routes via Chicago, competed with the ferry lines in 
handling traffic from and to Manitowoc and absorbed the 
charge. The report said it might sometimes happen that for 
operating reasons ferry-line traffic from or to points on the 
Northwestern in Manitowoc, instead of moving via the North- 
western’s docks, was switched by the Northwestern to or from 
‘its connection with the Soo and switched by the Soo to or from 
the Soo’s docks, in which event the Northwestern’s service 
would be the same as if the shipment were destined for or had 
had movement over the Soo via Chicago. It said the ferry lines, 
resting on these grounds, cited Pennsylvania Co. vs. United 
States, 236 U. S. 351; Chicago I. & L. Ry Co. vs. United States, 
270 U. S. 287; and New Orleans Public Belt R. Switching and 
Absorptions, 235 I. C. C. 613, 631. It said the facts set forth in 
No. 29030 made it clear that the $4 charge was no criterion in 
the other proceeding. 











































Truck Rates in Chicago Area 


On the record made in this proceeding, the respondents had 
not sustained the burden of showing that further increases at 
this time, as proposed by them, would be just and reasonable, 
said Examiner Henry C. Lawton in a proposed report in I. and 
S. M-2384, Increased Rates Between Indiana and Illinois Points, 
in which he recommended cancellation of schedules filed by 
motor common carriers members of the Central States Motor 
Freight Bureau, Inc., to become effective March 20, 1944, and 
suspended until October 20 on protest of the Office of Price 
Administration. These schedules proposed new and increased 
truckload and less-than-truckload class rates, cancellation of 
many truckload commodity rates on various articles, and can- 
cellation of certain classification exceptions ratings and changes 
in others, on interstate and foreign traffic between all Indiana 
and Illinois points within a radius of about 50 miles of Chicago, 
designated as “the Chicago district.” ; 

Respondents particularly concerned, Examiner Lawton said, 
were 42 carriers, members of the Chicago Suburban Motor Cal- 
rier Association, whose principal operations were within the Chl- 
cago district. He said they estimated that about 10 per cent of 
all the traffic they handled in that district moved in interstate 
commerce. : 
One of the results of the proposed adjustment, he said, 
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*S, of & apply within the considered territory, thereby making applicable 
rload §§ pigher rates on such articles. He added that another proposal 
-door § was to establish for application between points in the territory 
' find new and generally increased less-than-truckload and a few any- 
es to § quantity exceptions ratings to apply on certain specific groups 
1ount & of commodities, including paint and paint materials in glass con- 
1 the B tginers, foodstuffs and other articles, flour compound and salted 
t and peanuts, with the result that higher ratings would apply on 
 pro- Bitruckload shipments of all commodities in the 200 groups of 
‘able; & articles and on less-than-truckload shipments of a majority of 
with BH the groups. A further proposal, he continued, was to restrict 
olun- & the application of the present truckload commodity rates so as 
epare & not to apply on many commodities within the area, thereby mak- 
1 rule & ing applicable higher class rates based on the normal classifica- 
order. @ tion ratings, resulting in an increase generally in the measure 
some- &§ of the rate, while in other instances the minimum weight would 
ches be increased with no change in the measure of the rate. 
nuing Proposals Changed at Hearing 
nine At the hearing, the respondents agreed to cancel the pro- 
move- posed changes in exceptions ratings on paint and paint materials 
ynnec. fy (in glass containers), shortening and vegetable oil (lard substi- 
© and tute), cooking or salad oil and oleomargarine, and to either re- 
y dis. store the ratings proposed to be canceled or establish commodity 
n was rates reflecting the same level as the present rates, said the 
of the jg cxaminer. He noted that special permission to cancel the pro- 
>quate posed changes in the exceptions ratings on paint and paint mate- 
main. & ‘tials had been granted and that the respondents had filed a tariff 
ondis- (@ effecting the cancellation as of October 25. The proceeding 
should be discontinued, therefore, with respect to the proposed 
witch- restriction in the exceptions rating on paint and paint materials, 
to its jg he said. He added that, at the hearing, the respondents also 
ust 23, [§ offered to withdraw the proposed increased truckload rates, 
“could § leaving the present normal classes and the more important 
of this @ column ratings on truckload traffic unchanged, but that they still 
yubtful |B Sought to cancel the exceptions ratings on truckloads where 
as the fg lower than the normal classification basis. 
e divi- “As the alterations in the original proposal have not been 
yn that made under appropriate authority,” he said, “except as to paint 
iff was and paint materials .. . it will be necessary to consider the pro- 
ly pro- — posed class-rate adjustment in its entirety.” 
om the After discussing some characteristics of the present class 
to the — tates of the respondents, the examiner said that “in lieu of these 
n oper- —& present class rates a new class-rate tariff is proposed.” In fur- 
ines in @ ther discussion, he said: 
a ~ Present rates, based on the rail pattern, progress by 5-mile blocks 
nat 10 up to about 100 miles, and thereafter by 10-mile blocks. Respondents 
on the & contend that for about 40 miles expenses of handling less-than-truckload 
North- traffic vary with distance so slightly as not to be capable of reflection 
r from ina distance scale, and that there should be no difference in rates on 
or from less-than-truckload traffic within this territory, irrespective of whether 
service the haul is five or 40 miles. Their proposed truckload class rates also 
or had @ 2% the same up to approximately 40 miles. A survey of the traffic han- 
y lines, dled by some of the respondents in a 6-day period in March, 1944, indi- 
United cates that the greatest number and maximum tonnage of less-than-truck- 
States load shipments moved between points in the 36 to 40 mile distance block. 
| J There were also, however, a number of shipments for distances up to 
ng and about 70 miles, and for all distance blocks except five miles and less. 
orth In Another feature of the proposed adjustment is that the customary 
rion in relations to first class of the lower classes and column ratings are not 
observed in the proposed less-than-truckload adjustment. It appears, 
however, that effective April 29, 1941, the normal percentage relations 
between the first-class-rate and lower classes, on shipments weighing 
5,000 pounds or less, were eliminated in this territory. Also, effective 
August 10, 1942, the first-class rates were made like amounts for all 
nts had § distances of 30 miles and less in the territory. 
2ases at The proposed column-40 less-than-truckload and any-quantity rates 
sonable, range from 31 cents for distances of 40 miles and less to 44 cents for 
n I. and @ ‘distances of about 160 miles. The first-class rates range from 49 cents 
- Points, for all hauls of 40 miles and less to a maximum of 81 cents. . . . The 
filed by § "Posed truckload sixth-class rates range from 16 cents for 40 miles 
; Motor = less to 22 cents for the maximum haul, and the proposed truckload 
144, and tst-class rates also range from 49 to 81 cents. ... 
of Price Truck Salary Situation 
crea “In some instances,” said the examiner, in the course of 
ation ne 4 discussion of operating cost data submitted by the respond- 
ind can- @ ents, “a salary was reported for the president and vice presi- 
changes @ dent of a respondent carrier less than the average compensa- 
Indiana § tion paid its truck drivers.” 
Chicago, He said that the respondents computed, on the basis of a 
id study of operating costs of six Class I motor carriers in their 
ton sai@, @ group, that their expenses “per basic unit” were: 8.1 cents a 
tor Cal- @ hundred pounds, 47 cents a mile and $2.96 a vehicle-hour on 
the re" truckloads, and 38.8 cents a hundred pounds, 46 cents a mile 
cent Of @ and $3.13 a vehicle-hour on less-than-truckload. Their calcula- 
iterstate tions indicated a loss of 96 cents on the handling of the average 
— shipment of less than 1,000 pounds, excluding minimum-charge 





shipments, and an average profit of $12.69 a shipment on truck- 
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load traffic, his report showed. He observed that, according to 
an exhibit submitted by respondents, the cost of transporting 
39,000 pounds 90 miles was equivalent to slightly less than 7 
cents a hundred pounds, while the cost of transporting 5,901 
pounds that distance was 70 cents a hundred pounds, and added 
that “it cannot be concluded from the evidence presented that 
the differences in the expenses of handling truckload and less- 
than-truckload traffic for the same distance would be as great 
as these figures would indicate.” 

Examiner Lawton said that in his opinion the factors of 
distance and line-haul should not be ignored for distances of 
less than 40 miles. 

He reviewed rate increases by the respondents authorized 
since the summer of 1940, adding that the present level of their 
first-class less-than-truckload rates represented an increase of 
42 per cent over the 1940 rate. 

Continuing, he said, in part: 


The application of a first-class rate of 49 cents on less-than-truck- 
loads for all distances 1 to 40 miles, in comparison with a fairly con- 
sistent rate of increase for greater distances, up to 81 cents for 160 miles, 
is unreasonable unless clearly justified by a showing that there are no 
differences whatever between the costs of operation for one mile, and 
those for 40 miles, which showing has not been made herein. It may 
well be that in order properly to relate the rates for the shorter hauls 
to distance, the rates for distances of 41 miles and greater should be 
increased somewhat above the present rates for those distances. The 
only increase proposed by respondents in the rates for the normal 
classes for distances greater than 40 miles is in the first-class rate for 
86 to 90 miles, 66 cents, as compared with the present rate of 64 cents. 
It would appear that under the proposed adjustment the shippers whose 
traffic moves predominantly for distances greater than 40 miles would 
be more favorably treated, relatively, than the shippers whose principal 
traffic moves for distances of 40 miles and less. It seems illogical to 
assume that operating costs for 40 miles and less within this territory 
have increased to a point necessitating the increases here proposed, 
while costs for hauls of 41 to 160 miles have increased not at all. 

The objectives of elimintaing the numerous intermediate column 
ratings in the present tariff, and simplifying the class-rate scale, are 
most commendable, but respondents propose to attain them by way of 
sharp increases in many of the less-than-truckload rates. . .. The 
present any-quantity column —77.5 and column —65 rates .. . represent 
maladjustments as applied to less-than-truckload traffic moving under 
class rates, and the findings herein should be without prejudice to the 
establishment of less-than-truckload rates for these columns properly 
related to the other less-than-truckload class rates... . 

It may be... that some of the commodities are not properly re- 
lated, and if that is true, changed ratings as to those commodities should 
be proposed, rather than increases in rates indiscriminately on all com- 
modities moving under class rates in the territory. 

In support of the general basis of justification—the need of increased 
revenues for the 42 respondents operating in the territory—but little 
evidence was offered. ... 

Although it is undoubtedly true that there has been some increase 
in operating expenses in 1944 over 1943, for most of the current year 
all rates in this territory have been increased 4 per cent, and, effective 
July 10, 1944, the respondents as well as other carriers in the same gen- 
eral territory were permitted to increase their minimum charges per 
shipment on traffic moving in interstate commerce, from 58 and 88 cents 
to $1.05. The matter of a further increase in minimum charges is pend- 
ing at this time. The full effect of these changes will not be known for 
some time, but they should be substantial. . 


Tariff Question on Routing 


Two examiners have submitted proposed reports, repre- 
senting different opinions, in No. 28552, Swift & Co. vs. Alton 
Railroad Co. et al., involving the question of whether the 
applicable rates on shipments of fresh meats are combinations 
of proportional commodity rates contained in separate tariffs 
to and from east-bank Mississippi River crossings, or are the 
joint commodity rates published by the defendants from the 
same origins to Louisville, Ky. 

In view of the examiners’ disagreement, Secretary Bartel, 
of the Commission, issued a notice at the time the two proposed 
reports were made public saying that, in view of the importance 
of the questions presented, the Commission was desirous of 
hearing further argument. He said the proceeding would be 
set for reargument before the Commission at a date to be de- 
termined, and his notice outlined the special procedure that 
would govern. The notice said that the Commission would 
permit persons, other than the original parties, having substan- 
tial interest in the principles involved, to intervene and partici- 
pate in the proceedings under the described procedure. 

Swift & Co., according to the examiners, had filed a com- 
plaint alleging that the rates charged on fresh meats, in car- 
loads, and in mixed carloads with packing-house products, 
from Sioux City, Ia., South Omaha, Neb., South St. Joseph, 
Mo., and Kansas City, Kan., to Cincinnati, O., were inapplicable. 
They said that an informal complaint, filed May 8, 1940, and 
closed August 3, 1940, contained a similar allegation as to 
two shipments of fresh meats from South St. Joseph to Cincin- 
nati made in November, 1936, on which, they said, claims for 
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overcharges had been disallowed by the defendants Novem- 
ber 10, 1939. They said that the Commission was asked to 


award reparation on shipments delivered within the statutory 
period. 


The proposed reports were recommended by Examiners 
G. L. Shinn, and George A. Corbin. In somewhat similar lan- 
guage, the examiners stated the question presented. As stated 
by Examiner Corbin, it was as follows: 


This proceeding presents a question of tariff interpretation as to 
whether the rates applicable on numerous shipments as described in 
the preceding paragraph made by complainant prior to April 25, 1940, 
from the four named Missouri River cities to Cincinnati, were combina- 
tions of proportional commodity rates contained in separate tariffs 
applying to and from the east-bank Mississippi River crossings, or the 
joint commodity rates published by defendants from the same origins 
to Louisville, Ky. 


Examiner Corbin continued by saying that, ‘as hereinafter 
explained, the latter rates were subject to a destination inter- 
mediate-point rule as provided in rule 27 of our Tariff Cir- 
cular 20.” Examiner Shinn’s comparable statement said that 
“as will appear hereinafter, the use of the aggregates of these 
proportional commodity rate factors on this traffic was author- 
ized under specified conditions by the aggregate-of-intermediate 
rules contained in the tariffs which published joint single-factor 
class rates from these origins to Cincinnati.” 


Recommended Findings 


Examiner Corbin recommended that the Commission find 
that the combination rates charged before and after Decem- 
ber 20, 1937, respectively, of 66.5 and 70.5 cents, were ap- 
plicable on shipments that moved over routes through East 
St. Louis or other Mississippi River crossings to Cincinnati, 
as to which back or reverse hauls over the same line or route, 
as described, would have been required in reaching Louisville. 
He recommended that the Commission should further find that 
on the remainder of the shipments described the combination 
rates charged were inapplicable, and that the applicable rates 
on such shipments had been 61.5 cents prior to December 20, 
1947, and 65.5 cents on the shipments after that date until 
April 25, 1940. The complainant was entitled to reparation 
on those shipments, with interest, he said. 


Examiner Shinn recommended that the Commission find 
that the aggregates of proportional commodity rate factors to 
and from the Mississippi River crossings, as described in the 
report, constituted commodity rates within the meaning of note 
4 of the intermediate rule, and that such aggregates of rates 
were applicable on the complainant’s shipments. In view of 
those recommended findings, he said, it was unnecessary to 
determine the extent to which the joint commodity rates to 
Louisville were applicable over routes by way of Cincinnati. 
The complaint should be dismissed, he said. 


Tariff Rules Involved 


The examiners agreed in stating that, when the shipments 
moved the tariffs referred to contained no affirmative routing 
instructions. Examiner Shinn’s proposed report quoted the rules 
involved in the proceeding, as follows: 


The destination intermediate-point rule in the tariffs publishing the 
joint commodity rates to Louisville (Agent Kipp’s I. C. C. A-2109 and 
A-3112) reads as follows: 

Subject to the provisions of Notes ***3 and 4 below, to any point 

of destination to which a commodity rate on a given article from a 
given point of origin and via a given route is not named in this tariff, 
which point is intermediate to a point to which a commodity rate on 
said article is published in this tariff via a route through the inter- 
mediate point over which such commodity rate applies from the same 
point of origin, apply to such intermediate point from such point of 
origin and via such route the commodity rate in this tariff on said 
article to the next point beyond to which a commodity rate is pub- 
lished herein on that article from the same point of origin via the 
same route. 

The following aggregate-of-intermediates rule appears in the tariffs 
which named the joint class rates to Cincinnati: (Agent Jones’ I. C. C. 
Nos. 2920 and 3243) 

If the aggregate of separately established (joint, local and/or pro- 

portional) rates applicable on interstate traffic contained in tariffs * * * 
applicable via any route over which the through rates published in this 
tariff * * * apply, produces a lower charge on a shipment than the rates 
published in this tariff, * * * such aggregate of rates will apply via all 
routes over which the rates shown in this tariff * * * are applicable, and 





Note 3.—If the class rate on the same article via the same route 
to the intermediate point produces a lower charge than would result 
from applying the commodity rate under this rule, such commodity 
rate will not apply. 

Note 4.—If there is in any other tariff a commodity rate on the 
same article to the intermediate destination point applicable over the 
same route from the same point of origin, the provisions of this rule 
are not applicable to such intermediate destination point. 
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the through rate published in this tariff * * * has no application to that 
shipment. 


Procedure to Be Followed 


In his notice Secretary Bartel said that those desiring to 
intervene should file written notice with the Commission within 
30 days from the date of the notice, October 19. Within 30 
days thereafter, he said, briefs in the nature of exceptions to 
the proposed reports might be filed by the original parties or 
others, and that 10 days after the expiration of such 30-day 
period would be allowed for replies. He said that, if requests 
were made in writing to the secretary within 30 days after the 
date of the notice, persons other than the original parties might 
be permitted to participate in the oral argument, regardless of 
whether they filed exceptions to either or both of the proposed 
reports. He said that briefs would be received in lieu of oral 
argument by any party, and that copies must be filed with the 
Commission and served on the parties not later than the date 
of the oral argument. He said the Commission would serve on 
the original parties and all others giving notice of a desire to 
participate, a list of names and addresses of counsel or practi- 
tioners as soon as possible after the expiration of 30 days from 
the date of the notice, such list thereafter to be used by all 
parties. 


He said that the record in the proceeding failed to show 
the complete routes that were used in the transportation of the 
shipments involved, and that the Commission, in a communica- 
tion addressed to the parties, had requested them to file a 
stipulation, on or before November 20, showing such informa- 
tion, and to serve copies on all parties. 


Secretary Bartel said that, in order to focus attention on 
the problems presented in the proceeding, and the solutions 
that had been proposed, as they might affect the general prin- 
ciples of tariff construction and interpretation, the following 
summarization was submitted for the benefit of those who de- 
sired to express their views: 


1. In instances where definite routing instructions or rules are 
not incorporated in tariffs (that is, where tariffs are silent as to 
routing), should the rates published in such tariffs be construed to apply 
over all possible routes composed of lines parties thereto? 


2. If the answer to the question in paragraph (1) is in the negative, 


then what principle or principles should govern in the interpretation of 
such tariffs? 


(a) Should the doctrine announced in Miner Lumber Co. vs. Penn- 
sylvania R. Co., 161 I. C. C. 801, holding that routes found to be grossly 
unreasonable or unnatural be deemed not to be open and available under 
tariffs that are silent as to routing, be reannounced and adhered to in 
the future? 

(b) Should the doctrine of the Miner case be modified so as to 
hold that even moderately unreasonable or unnatural routes should be 
deemed not to be open and available under tariffs that are silent as to 
routing? 

(c) If the answer to (b) is in the affirmative, then what standard 
(such, for example, as the percentages of circuity ordinarily imposed 
in fourth section cases) should be observed in differentiating between 
reasonable routes and unreasonable and unduly circuitous routes? 

3. Where tariffs that are silent as to routing contain intermediate 
rules, should any different principles be used in interpreting such 
tariffs than if they contain no intermediate rules? 

4. Is a multiple-factor rate or charge authorized by an aggregate- 
of-intermediates rule in lieu of a class rate a commodity rate in any 
other tariff within the meaning of Note 4 of Rule 27 when: 

(a) The separate factors are both commodity rates and are pub- 
lished in the same or different tariffs. 

(b) The separate factors, one of which is a commodity rate and one 
a class rate, are published in the same or different tariffs, or 

(c) The separate factors mentioned in (a) and (b) are published 
as proportional rates? 

5. What would be the practical effect in the application of tariffs and 
rates of an affirmative answer to any part or parts of Question No. 4? 

6. If the answer to any part of Question No. 4 is in the affirmative, 
should Note 4 be amended so as to exclude rates of the kind described? 

7. What, if any, bearing have the decisions in Great Northern 
Railway Co. vs. Delmar Co., 283 U. S. 686, and Southern Ry. Co. vs. 
United States, 322 U. S. 72, upon any of the issues involved in the 
proceeding? 


PEANUTS 


No. 29090, Carolina Peanut Co. vs. Atlantic Coast Line Rail- 
road Co. et al. By Examiner Claude A. Rice. Proposed that the 
Commission find that the assailed rates on peanuts, in carloads, 
have not been shown to have been unreasonable, but that they 
had been, were, and for the future would be unduly prejudicial 
to Hampstead, N. C., and its shippers and unduly preferential 
of Suffolk, Va., and the shippers there located, to the extent 
that the rates from Hampstead had exceeded, exceeded, oF 
might exceed those from Suffolk by more than eight cents. The 
proposed report said no damage was shown to have been sus- 
tained by reason of transportation charges paid on past ship- 
ments, and that reparation should therefore be denied. Com- 
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plainant asked rates the same from Hampstead as from Suffolk, 
and reparation. 


QUESTION OF DUAL AUTHORITYY 


In MC 60010, C. H. Rumpf & Sons Truck Line, Inc.—Dual 
Operation, embracing also MC 72018, Roland H. Rumpf, dba 
City Cartage, Contract Carrier Application, joint board No. 57 
has recommended that the Commission find that the two appli- 
cants; both of Adrian, Mich., are under common control and 
management, and that dual operation by C. H. Rumpf & Sons 
Truck Line, Inc., as a common carrier of general commodities 
and by Roland Rumpf, dba City Cartage, as a contract carrier 
of specified commodities, within the same territory, be found 
consistent with the public interest and national transportation 
olicy. 
‘ The report said that in MC 60010 C. H. Rumpf & Sons 
Truck Line, Inc., had been granted a certificate for hauling 
general commodities, with exceptions, between described points 
in Michigan and Ohio, and that in MC 72018 a permit had been 
granted Roland H. Rumpf to operate as a contract carrier 
of specified commodities to points in Michigan within 50 miles of 
Adrian, and in MC 72018, Sub. 1, to points in that part of Ohio 
and Michigan within 50 miles of Adrian. The report said it 
was clear that the two operations, in so far as initial move- 
ments were concerned, were not competitive one with the other. 


DENIAL OF PURCHASE APPLICATION 

In MC F-2508, Frank and Joseph Budreck—Control; Bud- 
reck, Inc.—Purchase—The Huber Motor Transportation Co., 
Examiner U. E. Colon has recommended denial of the applica- 
tion of Budreck, Inc., of Chicago, Ill., for authority to purchase 
certain operating rights of Huber Motor Transportation Co., 
Tiffin, O., and of Frank and Joseph Budreck, for authority to 
acquire control of such operating rights through such purchase. 

The report said that under a contract dated March 15, the 
vendee sought to purchase for a total of $9,625 certain operating 
rights of the vendor between Chicago and Cincinnati, subject to 
certain reservations. It said it was apparent from the reserva- 
tions in the contract that if the instant application were granted 
as proposed the result would be the creation of separate operat- 
ing rights in two carriers from those of a single carrier over the 
same highways between Indianapolis and Dayton, although no 
finding that the public convenience and necessity would require 
this second operation had been warranted. It also said a like 
situation would prevail in connection with a segment of another 
route proposed to be sold. 

The report said that if the instant transaction were ap- 
proved as proposed, the vendee and the partnership, under com- 
mon control and management, would preserve separate operat- 
ing authority to handle certain of the same commodities, be- 
tween common points, which operations, except for the common 
control, would be competitive one with another. The report 
called attention to the fact that in numerous cases the Commis- 
sion had condemned as uneconomical and as affording oppor- 
tunity for unfair competitive practices and unjust discrimina- 
tions, the maintenance or creation of multiple corporations 
operating over duplicate routes or in the same general territory 
under common control and management. 


Motor Proposed Reports 


rkecommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed bu other parties, or 
he order has been stayed or postponed by the Commission. State 
‘ which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Ohio (Cleveland)—-MC 48846, Sub. 6, W. Curtis Keal, ex- 
tension. Certificate proposed. Trucks, tractors, trailors, and 
chassis in initial movements, by the drive-away method, from 
Euclid, O., to points in Del., Ill., Ind., Ia., Ky., Md., Mich., Mo., 
N. J., N. Y., N. C., O., Pa. S. C., Tenn., Va., W. Va., Wis., and 
District of Columbia, and damaged, rejected, and defective 
Shipments of the described commodities from points in Del., 
la, Ky., Md., Mo., N. J., N. C., S. C., Tenn., Va., W. Va., and 
District of Columbia to Euclid. 

New Jersey (Newark)—-MC 44370, Sub. 2, E. M. Lerit, Inc., 
extension. Certificate proposed. Scrap non-ferrous metals, in- 
cluding coverings therefor or appurtenances thereto, on skids 
or in containers, from East Orange, N. J., to Richmond county, 
ne York, N. Y., with such empty skids and containers on 

urn. 

New York (Salamanca)—-MC 80413, Sub. 1, F. D. McKay, 
Inc., extension. Certificate proposed, subject to cancellation of 
applicant’s present authority in MC 80413 for service over a 
described route. General commodities, with exceptions, be- 


1101 





tween junction of N. Y. highways 16 and 17, near Porteville, 
N. Y., and New York City, over a described route, with service 
at the intermediate point of Passaic and at the off-route points 
of Kearny and Newark, N. J. 

New Jersey (Linden)—MC 103729, Sub. 1, John Nagy and 
Steven Nagy, extension. Permit proposed. Bakery product 
ingredients, materials, and supplies, between Elizabeth, N. J., 
on the one hand, and, on the other, Brooklyn and Bronx, N. Y. 

West Virginia (Wheeling)—-MC 105155, Robert E. Eyler, 
common carrier. Certificate proposed. Wrecked or disabled 
freight and passenger motor vehicles and trailers, in tow-away 
and drive-away service, between points in W. Va., O., and Pa., 
within 65 miles of Wheeling, including that city. 

New York (Belfast)—-MC 105172, Stephen Unfus, common 
carrier. Certificate proposed. Wood, feed, fertilizer, and lime, 
to described points in Pa. and N. Y. 

Georgia (Thomasville)—-MC 105249, Chastain Transfer 
Line, contract carrier. Permit proposed. Fresh meats and 
packinghouse products, from Thomasville to points and places 
in Georgia within 50 miles of Thomasville, and to Tallahassee, 
Miccosukoo, Monticello, Drifton, Lamont, Perry, and Foley, 
Fla., and returned or rejected shipments in the reverse direc- 
tion. Dual operation as a contract carrier and as a common 
carrier (household goods, MC 59919) recommended. 

Colorado (Denver)—MC 2863, Sub. 8, Rio Grande Motor 
Way, Inc., extension. Certificate proposed. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between Fairview and Thistle, Utah, 
over U.S. highway 89, with no service at intermediate points. 

Michigan (Dearborn)—-MC 3121, Sub. 5, Steel Trucking, 
Inc., extension. Permit proposed. Hot roll strip steel, in coils 
or strips, from McDonald, O., to Dearborn, Mich., and damaged 
or rejected shipments of the described commodity from Dear- 
born to McDonald. 

Kansas (Wichita)—-MC 30605, Sub. 48, Santa Fe Trail 
Transportation Co., extension. Certificate proposed. General 
commodities, serving points on U. S. highway 77 between 
junction of Oklahoma highway 15 and U. S. highway 77 (north 
of Ceres, Okla.) and Perry, Okla., in connection with applicant’s 
presently authorized route over that highway. 

Ohio (Cincinnati)—-MC 30697, Sub. 9, R. E. Dieckbrader, 
extension. Permit proposed. . Forest products, from Cincinnati 
to Indiana points, and return of rejected shipments to Cin- 
cinnati. 

Ohio (Cincinnati)—-MC 30697, Sub. 11, R. E. Dieckbrader, 
extension. Permit proposed. Liquid silicate of soda in bulk, 
in tank trucks, from Cincinnati to Ewing, Ind. 

Oklahoma (Enid)—MC 40494, Sub. 5, J. S. Byard, exten- 
sion. Certificate proposed. New and used combines, knocked- 
down, and used combines, set up, and parts thereof, in truck- 
loads, between Independence, Mo., on the one hand, and, on the 
other, described points in Okla., and Tex., traversing Kansas 
for operating convenience only. 


lowa (Fort Dodge)—-MC 52110, Sub. 26, Brady Transfer 
& Storage Co., extension. Certificate proposed. General com- 
modities, with exceptions, with service at all points in New 
York, N. Y., commercial zone, (except New York City and in- 
termediate points presently authorized) as off-route points in 
connection with applicant’s presently authorized regular route 
operations. 


New Jersey (Weehawken)—MC 52873, Sub. 1, George 
Schoierer, extension. Permit proposed. Mayonnaise and 
mayonnaise products, from Baltimore, Md., to New York, N. Y., 
and points in Passaic, Essex, Bergen, Hudson, and Union 
counties, N. J., and damaged, rejected, and unsalable ship- 
ments of these commodities from such points to Baltimore. 

Wisconsin (Green Bay)—MC 56270, Sub. 3, Leicht Transfer 
& Storage Co., extension. Certificate proposed. Boilers, 
smokestacks, contractors’ equipment, material, and supplies, 
and machinery requiring specialized equipment or handling, be- 
tween Green Bay, Wis., and described points in Mich., Ill., Ind., 
Ia., and Minn. 

Michigan (Detroit)—-MC 61741, Sub. 9, Great Lakes Grey- 
hound Lines, Inc., extension. Certificate proposed. Passengers 
and their baggage, and express, newspapers, and mail in the 
same vehicle with passengers, between the junction of U. S. 
highway 2 and Mich. highway 134 and Sault Ste. Marie, Mich., 
over a described route, serving all intermediate points. 

New York (New York)—MC 66562, Sub. 561, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. Express 
matter moving in express service, between Gettysburg, Pa., 
and Aspers, Pa. (railroad station, Bendersville, Pa.), over a 
described route, subject to the following conditions: (1) that 
the service performed shall be limited to that which is auxiliary 
to, or supplemental of, express service; (2) that shipment 
transported shall be limited to those moving on a through bill 
of lading, or express receipt, covering, in addition to a motor 
carrier service by applicant, an immediately prior or immedi- 
ately subsequent movement by rail, or by substituted motor 
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service for rail service, or air; and (3) such further specific 
conditions as the Commission, in the future, may find it neces- 
sary to impose in order to restrict the applicant’s operation to 
service that is auxiliary to, or supplemental of, express service. 

Michigan (Grand Rapids)—-MC 74001, Sub. 49, Lloyd M. 
MacPherson, extension. Denial of certificate proposed. Cash 
_ not packed or boxed, from Detroit, ‘Mich., to Day- 
ton, O. 

Utah (Salt Lake City)—-MC 88857, Sub. 21, Owen Milton 
Collett, extension. Denial of certificate proposed. Petroleum 
and petroleum products, in bulk, between described points in 
Utah and Idaho. 

Colorado (Yuma)—MC 89599, Sub. 3, Paul Hickman, ex- 
tension. Denial of certificate proposed at applicant’s request. 
Livestock, farm machinery, used farm equipment, building ma- 
terial, emigrant movables, and farm products between described 
points in Colorado. 

Pennsylvania (Nanticoke)—-MC 96528, Michael Zeedock, 
common carrier. Certificate proposed. Household goods, be- 
tween Nanticoke, and points within 15 miles thereof, on the one 
hand, and, on the other, Del., Conn., Md., N. J., N. Y., O., Pa., 
Va., W. Va., and the District of Columbia. 

New York (Bronx)—MC 96531, Nicholas Fusco, contract 
carrier. Permit proposed. Baby carriages, baby furniture, 
and juvenile furniture uncrated, from Bronx, N. Y., to described 
points in Conn., Pa., and N. J., and baby carriage parts from 
Philadelphia, Pa., to New York, N. Y., over U. S. highway 1, 
serving no intermediate points. 

Pennsylvania (York)—-MC 102616, Sub. 2, Coastal Tank 
Lines, Inc., extension. Certificate proposed. Petroleum prod- 
ucts in bulk, in tank trucks, from Friendship, N. C., to described 
points in Virginia. 

Oklahoma (Tulsa)—MC 105121, Harry F. Miller, common 
carrier. Certificate proposed. Livestock, other than ordinary 
livestock, and in the same vehicle with livestock, mascots, per- 
sonal effects of attendants, trainers, and exhibitors, and supplies 
and equipment used in the care and maintenance of such live- 
stock, between points in Okla., Ark., Ill., Ind., Kan., Mo., Neb., 
and Tex. 

New York (Brooklyn)—-MC 105152, John A. Finneran, 
common carrier. Denial of certificate proposed. Passengers 
and their baggage, in door-to-door sedan service, in seasonal 
operation from July 1 to September 1, each year, between New 
York City, on the one hand, and described points in Pennsyl- 
vania, traversing New Jersey for operating convenience only. 

lowa (Spencer)—MC 105156, Elmer Rorah, common car- 
rier. Certificate proposed. Livestock from Spencer, and points 
in Iowa within 15 miles of Spencer, and described points in 
Minnesota; animal and poultry feeds from Minneapolis, Minn., 
to Spencer and points in Iowa within 15 miles of Spencer; and 
packinghouse products from described Minnesota points to 
Spencer and points within 15 miles thereof. 

South Dakota (Mission)—-MC 105233, J. C. Jamison, com- 
mon carrier. Certificate proposed. Livestock, livestock and 
poultry feeds, farm machinery, farm implements, unmanufac- 
tured agricultural commodities, seeds, coal, building materials, 
and emigrant movables, between Mission, and points within 25 
miles thereof, on the one hand, and, on the other, described 
points in Iowa and Nebraska. 

Ohio (Cincinnati)—MC 15204, Sub. No. 5, Raymond Lee 
Dance. Certificate proposed. General commodities, with ex- 
ceptions, serving points within Cincinnati commercial zone as 
intermediate and off-route points in connection with applicant’s 
presently authorized regular-route operations to and from Cin- 
cinnati. 


Connecticut (Hartford)—-MC 18264, Sub. No. 7, Hartford 
Transportation Co., Inc. Certificate proposed. General com- 
modities, with exceptions, between New York, N. Y., commer- 
cial zone and points in N. J. within 20 miles thereof, on the 
one hand, and Greenfield, Mass., on the other, over specified 
regular routes, serving all intermediate points, points in Mass., 
within 15 miles of Springfield, intermediate points on appli- 
cant’s presently authorized route between East Hartford, Conn., 
and junction of U. S. Highway 6 and Alternate Highway 6A, 
and various named off-route points. 

Oklahoma (Tulsa)—-MC 22920, Sub. No. 10, W. G. Burgess, 
dba Reliable Motor Freight Line. Certificate proposed. Pecans, 
in the shell, in bags, and pecan meats, in boxes, from points 
in Okla. on and east of U. S. Highway 77 to Kansas City and 
St. Louis, Mo., over irregular routes, traversing Kansas for 
operating convenience only, in season from Sept. 1 to March 15, 
inclusive. 

Connecticut (New Haven)—-MC 48569, Connecticut Motor 
Lines, Inc., embracing Sub. No. 1, Same. On further hearing, 
certificate proposed for continuance of operation as to general 
commodities, with exceptions, to and from points in Boston, 
Mass., commercial zone in connection with applicant’s presently 
authorized operations over irregular routes to and from that 
zone. The examiner said the proceeding had been reopened on 
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petition of applicant and protestants solely to determine whether 
applicant was entitled to common carrier rights with respect 
to general commodities to and from the Boston commercial 
zone and with respect to malt beverages from New Haven, 
Conn., to Manchester and Keene, N. H., and empty containers 
thereof on return, all over irregular routes. He noted that the 
prior reports was issued February 24, 1944. 

Montana (Billings) —-MC 52934, Sub. No. 3, E. L. Jones Co. 
Permit proposed. Crude oil, in bulk, over regular routes; (1) 
from Cody, Wyo., to Warren, Mont., serving designated inter- 
mediate and off-route points, some for pick-up only and others 
for delivery only, and (2) from Byron, Wyo., to Warren, 
serving designated intermediate and off-route points, likewise 
with specified limitations as to pickup and delivery. 

Michigan (Detroit)—-MC 104911, Earl S. Barnett, dba Bar- 
nett Detroit Cartage Co. Certificate proposed. Automobile 
frames from Ecorse, Mich., and the Dodge plant on Mound 
Road in Macomb county, Mich., to international boundary be- 
tween Windsor, Ontario, Canada, and Detroit, for destination 
at the Chrysler plant in Windsor, over irregular routes, and 
rejected frames in the reverse direction. 

Wyoming (Evanston)—MC 105089, Alex Fife and Elmer 
Delor Eastman, dba United Traders. Certificate proposed. 
Equipment and machinery used in construction, demolition and 
excavation work between points in Rich county, Utah, on the 
one hand, and, on the other, points in Uinta county, Wyo., 
over irregular routes. 

Montana (Great Falls)—-MC 105217, John S. Rice, dba Rice 
Truck Lines. Certificate proposed. Liquid petroleum products, 
in bulk, in tank trucks, between points in Glacier and Toole 
counties, Mont., on the one hand, and, on the other, points in 
23 counties of Ida., over irregular routes. 

New York (Woodbourne)—MC 105237, David Kramer. De- 
nial of certificate prpoosed. Passengers and baggage, in door- 
to-door service between New York City, on the one hand, and 
points in Sullivan county, N. Y., except Callicoon and Fremont, 
and those in Rochester and Wawarsing townships, Ulster county, 
N. Y., on the other, over irregular routes. 

New York (Kingston)—MC 2835, Sub. 9, Adirondack Tran- 
sit Lines, Inc., extension. Certificate proposed. Passengers and 
their baggage, and express, mail and newspapers in the same 
vehicle with passengers, between Hensonville, N. Y., and de- 
scribed points in New York state. 


Ohio (Barberton)—-MC 10955, Sub. 2, Lester N. Renner, 
extension. Certificate proposed. Petroleum products in con- 
tainers, grease guns, fittings for oil pumps and grease equip- 
ment, in truckloads, from Bradford, Pa., to Akron, Mansfield, 
Marion, and Lima, O., and rejected shipments of the same com- 
modities and empty containers on return trips. 

New York (New York)—MC 66562, Sub. 579, Railway Ex- 
press Agency, Inc., extension. Certificate proposed. General 
commodities in express service, serving Litchfield, Mich., as an 
off-route point from its regular route between Jackson and 
Centerville, Mich., authorized in certificate MC-66562, Sub. 233. 
Recommended that service as proposed be limited to service 
auxiliary to, or supplemental of, railway express service, and 
that shipments be limited to those moving on a through bill of 
lading, or express receipt, covering in addition to a motor car- 
rier movement by the carrier, an immediately prior or imme- 
diately subsequent movement by rail. 

Ohio (Pioneer)—-MC 104076, Sub. 2, Pioneer & Fayette 
Railroad Co., extension. Certificate proposed. Grain, in bulk, be- 
tween Franklin Junction, O., to described points in Ohio, serv- 
ing all intermediate points; seeds and livestock, from points in 
Williams county, O., to points in the lower Mich. peninsula, 
and fence posts and rough lumber in the reverse direction; ce- 
ment from Coldwater and Cement City, Mich., to points in Wil- 
liams county, O.; and coal between Pioneer, O., on the one hand, 
and, on the other, points in Michigan within 10 miles of Pioneer. 

Oklahoma (Oklahoma City)—MC 105153, J. L. Garrett and 
E. E. Garrett, contract carrier. Denial of permit proposed. Rec- 
ommended that the Commission find proposed operations to be 
those of a common carrier rather than a contract carrier, and 
that public convenience and necessity be found not to require 
operations for which authority was sought. Passengers and 
their baggage between Oklahoma City and Los Angeles, Calif., 
over U. S. highway 66, serving no intermediate points. 

South Dakota (Sisseton)—-MC 105179, Leo V. George, con- 
tract carrier. Permit proposed. Buttermilk (raw) between Sisse- 
ton, S. D., and Fairmount, N. D., over U. S. highway 81, and 
between Sisseton and Browns Valley, Minn., over S. D. high- 
way 10 and Minn. highway 28, serving no intermediate points. 

Pennsylvania (Grove City)—-MC 1199, Sub. 2, T. W. Mc- 
Knight, extension. Certificate proposed. General commodities, 
with exceptions, between Grove City, Pa., and described points 
in Pennsylvania, subject to the conditions that the service per- 
formed shall be limited to that which is auxiliary to, or sup- 
plemental of, rail service of the Bessemer & Lake Erie Rail- 
road Co.; that the applicant shall not serve any point not 4 
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station on the B. & L. E. lines; and that shipments transported 
by applicant by motor vehicle shall be limited to those that 
move under a through bill of lading covering, in addition to 
movement by motor vehicle, an immediately prior or immedi- 
ately subsequent movement by rail. 

Wyoming (Wheatland)—MC 105088, James B. Angle, 
common carrier. Certificate proposed. Live stock, between 
Wheatland, Wyo., and points within 45 miles thereof, on the 
one hand, and, on the other, Denver, Colo. 

South Dakota (Kyle)—-MC 104925, Hans J. Christensen, 
common carrier. Certificate proposed. Passengers and their 
baggage, in the same vehicle with passengers, in charter opera- 
tions, between Kyle and points in South Dakota within 30 miles 
of Kyle, on the one hand, and, on the other, points in Nebraska 
within 100 miles of Kyle. 

lowa (Cedar Rapids)—-MC 103097, Sub. 3, Bee Line Tran- 
sit, Inc., extension. Certificate proposed. Passengers and their 
baggage, and express, mail, and newspapers in the same ve- 
hicles with passengers, between Ainsworth Junction, Ia., and 
described Iowa points. 

Michigan (Kalamazoo)—-MC 59559, Sub. 12, Graff Truck- 
ing Co., Inc., extension. Certificate proposed. Roofing materials 
from points in the Chicago, Ill., commercial zone and from 
described Illinois points to points in the lower Michigan penin- 
sula, provided that the grant shall not be construed as dupli- 
cating any prior authorization. 

Indiana (Logansport)—-MC 50034, Sub. 10, Courier Ex- 
press, Inc., extension. Certificate proposed. General commodi- 
ties, between Fort Wayne, Ind., and Detroit, Mich., over U. S. 
highway 24 from Fort Wayne to Toledo, and thence over U. S. 
highway 25 to Detroit, as an alternate route, for operating 
convenience only, serving no intermediate points. 

Alabama (Dothan)—MC 34712, Sub. 3, J. L. Dean, exten- 
sion. Certificate proposed. General commodities; with excep- 
tions, between Dothan and Pensacola, Fla., and return, over a 
described route, serving all intermediate points. 

Pennsylvania (New Castle)—-MC 30047, Sub. 3, Julius W. 
Gardocky, extension. Certificate proposed. Copper ingots, bronze 
castings, bearings, and cored bars, and materials and supplies 
used in their manufacture, between New Castle, on the one 
hand, and, on the other, Newark and Somerville, N. J., and 
points in the New York, N. Y., commercial zone; plumbers 
earthenware products, including materials, supplies, and ma- 
chinery used in their manufacture, sale, and distribution, be- 
tween New Castle and points within five miles thereof, on the 
one hand, and, on the other, Camden, N. J.; heating boilers and 
parts thereof, and equipment and materials used in the manu- 
facture, installation, or operation of heating boilers, between 
New Castle, on the one hand, and, on the other, described N. J. 
and N. Y. points; and refractory fire boxes and/or brick, be- 
tween Valley Stream, N. Y., and New Castle. 

Georgia (Albany)—-MC 6009, Sub. 16, Georgia Stages, Inc., 
extension. Certificate proposed. Passengers and their baggage, 
and mail, express, and newspapers in the same vehicle with 
passengers, between Cusseta, Ga., and described Georgia points 
and return, serving all intermediate points. 

Idaho (Kellogg)—-MC 105207, D. M. Veach, common car- 
rier. Certificate proposed. Ore and ore concéntrates, mill and 
mining machinery and supplies, between points in Shoshone 
county, Ida. 

Utah (Salt Lake City)—-MC 102308, Sub. 4, Inland Freight 
Lines, extension. Certificate proposed. Fresh meats, packing- 
house products, and such commodities as are dealt in by whole- 
sale, retail, and general merchandise and food business houses, 
between described points and over described routes in Utah; 
general commodities, with exceptions, between Ogden, Utah, 
and San Francisco, Calif., and between described points in 
Utah over described routes, and between described points and 
ota described routes in California and Nevada, with restric- 

ions. 

Kansas (Williamstown)—MC 60173, Sub. 1, Fred G. Gantz, 
extension. Certificate proposed. Livestock, agricultural ma- 
chinery and parts, agricultural implements and parts, binder 
twine, agricultural commodities, feed fencing, building material, 
hay-bale ties, fertilizer, filling-station equipment, plumbing and 
heating equipment and supplies, containers for petroleum prod- 
ucts and petroleum products in containers, between described 
points in Mo. and Kan.; agricultural machinery and parts, and 
agricultural implements and parts between Independence, Mo., 
and described Mo. and Kan. points over specified routes. 

lowa (Marshalltown)—MC 44055, Sub. 18, Bos Truck Lines, 
Inc., extension. Heating furnaces, heating equipment and sup- 
plies, and foundry equipment and supplies, between Marshall- 
town and Columbus, O. 

towa (Estherville)—-MC 38412, Sub. 1, Geo. H. Robb, ex- 
tension. Denial of certificate at applicant’s request proposed. 
Livestock from Estherville to described Minnesota points; 
animal feed and packinghouse products from described Minne- 
Sota points to Estherville and to Swea City, Ia. 





1103 


Kansas (Wichita)—-MC 30600, Sub. 41. The Santa Fe Trail 
Transportation Co., extension. Certificate proposed. Passen- 
gers and their baggage, and express, newspapers, and mail in 
the same vehicle with passengers, between Stockton, Calif., 
and the junction of U. S. highway 50 and California highway 
120, over U. S. highway 50, serving all intermediate points. 

New York (Brockport)—MC 11753, Sub. 1, Charles H. 
Beaney, common carrier. Certificate proposed. Frozen foods, 
in refrigerator trucks, from Brockport, Hamlin, and Le Roy, 
N. Y., to Asbury Park, Newark, and Jersey City, N. J., Bethle- 
hem, Pa., and New York, N. Y., and empty containers from 
New York to Brockport, Hamlin, and Le Roy. 





Circuity Limitations on Grain 


Uniformly objecting to the circuity limitation “formula” 
suggested by the Commission’s Fourth Section Board in Fourth 
Section Application 16500, Grain and Grain Products Within 
the Western District, and embraced applications, grain inter- 
ests have filed exceptions to the board’s proposed report in 
that proceeding. The proposed report, embracing 17 applica- 
tions, carried the recommended circuity limitation “formula,” 
and the recommendation of the board that the Commission 
authorize publication of a rule to effectuate its proposals as to 
circuity. The board said that efficient and economical operation 
of the railroads as a unit, particularly in.a time of national 
emergency, required that the traffic be confined to reasonably 
direct routes (see Traffic World, July 1, p. 17). 

The Board of Trade of Kansas City, Mo., said that no one 
could intelligently lay down a rule of general circuity limita- 
tion with reference to a transited commodity like grain. Any 
such attempt, it said, must deal violently with many situations 
that deserved more consideration. It argued that in many in- 
stances, as it said the report showed, routes would be elimi- 
nated notwithstanding the fact that the earnings of the carrier 
would be far above the minimum that the Commission had 
allowed in the past. It said that in Grain and Grain Products 
to Florida, 197 I. C. C. 441; 212, I. C. C. 435, and in other cases, 
the Commission had approved rates in connection with fourth 
section relief having earnings not less than 5 mills a ton a 
mile over the route of movement. If. any limitation be proper 
here, it said, that would be a far more practical limitation than 
the proposed mileage test. Every situation should stand on its 
own merits, the board said, and urged the Commission to re- 
frain from putting any general limitation on the relief that 
might be granted. 

Similar contentions were made by the Kansas-Missouri 
River Mills, the Kansas Corporation Commission and the Com- 
mittee of Kansas Farm Organizations, and the Saint Joseph, 
Mo., Grain Exchange. The Kansas-Missouri River Mills said 
they were of the opinion that the temporary relief under which 
they had been operating for nine years was fair and reasonable, 
adding that the opportunity to do business was extended to a 
great number of shippers and tended to strengthen markets. 
The matter of establishing routes, they said, should be left to 
the managerial discretion of the carriers. They-said the Com- 
mission should make permanent the present orders, except 
those east of the Mississippi River, to be left for disposition 
with the Southeastern case. They said that the present adjust- 
ment had grown out of the most exhaustive study ever made 
of rates on grain and grain products. They said that flour mills 
furnished a vital part of the food supply and could not operate 
unless they could get supplies and ship their products, even if 
it required the use of longer lines. They cited the handling of 
oil to the east since Pearl Harbor, saying that the symbol trains 
were first established over the more direct routes. They had 
become clogged, they said, and that the longer routes had had 
to be used. 

The Kansas commission and the Kansas farm committee, 
jointly, said there appeared no basis for the circuity limitations 
proposed by the board, except to carry out some claimed 
“policy” adopted as to other traffic. The circumstances and 
conditions surrounding the movement of grain differed so 
largely from that existing as to other traffic as to make any 
such policy inapplicable to grain traffic, they said, adding that 
the proposed limitations could result only in injury to all con- 
cerned and:-should not be adopted. 

The St. Joseph exchange said that the Commission should 
reject the board’s proposed report; that it should adopt the 
prior proposed report of Examiner Disque—a recommendation 
made by a number of those who had previously filed exceptions 
to the board’s report (see Traffic World, Oct. 21, p. 1029). In 
the event the Commission did not adopt the Disque report, it 
said that such findings and orders as might be made should be 
applied only to fourth section departures, and that no findings 
or orders should establish any percentage circuity limitations 
on rates, routes, or transit, either on departure, or non-depar- 
ture routes. 

The Topeka, Kan., Chamber of Commerce, Topeka Traffic 
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Association, said that the Commission should find that Exam- 
iner Disque had had the right point of view when he wrote the 
original proposed report and should adopt that report rather 
than the report of the board. Under no circumstances, it said, 
should the Commission authorize the elimination of the routes: 
Rock Island from Kansas City to Memphis; Omaha to Kansas 
City or Omaha and St. Joseph to St. Louis; or that of the 
-Union Pacific, Omaha to Kansas City; or in connection with 


that line the route to St. Louis, via Wabash and other connec- 
tions at Kansas City. 


Texas League 


The Texas Industrial Traffic League and the Fort Worth 
Grain and Cotton Exchange in exceptions to the board’s pro- 
posed report said that it was never the intention of Congress 
that the long and short haul provision of the fourth section 


should be used as a vehicle for creating a situation such as it 
described, as follows: . 


Aside from the trouble and difficulty that would be involved in 
making all of these calculations in connection with each and every 
shipment, we would be confronted with the condition discussed in 
the previous section which would force a combination of locals on the 
shipment moving into the transit point but permit the application of 
through joint rates from origin to final destination. The rule is itself 
unreasonable in violation of section 1 and it would result in rates that 
would be unduly discriminatory in violation of section 2 and unduly 
prejudicial in violation of section 3. The cost of the service via a route 
which would exceed the circuity authorized might well be, and in 
many instances would be, less than the cost of the service via another 
route which would come within the circuity. Nevertheless, the shipment 
moving via the longer and less expensive route would have to pay 
combination of locals while the other shipment would move at the 
through joint rate. 


Minnesota Contentions 


The Duluth Board of Trade and the Minneapolis Traffic 
Association, in separately filed exceptions, said that the situa- 
tion as to Minneapolis constituted a special case under section 
4. The Minneapolis association said that the previous orders in 
Wheat Products from Twin Cities to Chicago, 218 I. C. C. 27, 
and Grain Case Modifications, 231 I. C. C. 793, should be af- 
firmed and the necessary relief from the provisions of section 
4 granted as sought by the carriers and supported by the mar- 
ket. It said the necessary relief should be extended as to grain 
from Duluth granted transit at Minneapolis, under proportional 
rates from Duluth to points intermediate to Chicago and re- 
lated gateways, and to which the rates were higher than to th 
terminal points beyond. j 


The Duluth board said that transit at Minneapolis on grain 
and grain products moving at the Duluth-Chicago proportional 
rates was essential to the continued existence of the Duluth 
market, was most necessary to the Minneapolis milling indus- 
try and grain producers in the northwest, adding that the fact 
that “this privilege does not exist on grain and grain products 
transited at Minneapolis moving from Duluth points intermedi- 
ate between Minneapolis and Chicago at proportional rates 
from Duluth has not been complained of by any party and is 
harmful to no one.” It said that transit at Minneapolis on grain 
and its products moving at the Duluth-Chicago proportional 
rates furnished traffic for the rail lines operating over various 
routes through Minneapolis to Chicago, that would be lost to 
such lines should the transit privilege be withdrawn. 


Oklahoma Commission 


The Corporation Commission of Oklahoma said that the 
Disque report had found that “some ideas different from those 
heretofore constantly followed by the Commission in 4th sec- 
tion proceedings may have to be adopted in the present grain 
structure if the long existing business practices of dealers and 
processors and the interests of the public are to be protected.” 
It quoted Examiner Disque to the effect that “grain rates are 
made to fit the grain traffic and with due disregard for some 
of the ordinary rules of rate making,’ adding that this was 
what it had tried to picture to the Commission and to show that 
a mathematical rule could not now be imposed without pro- 
ducing undue hardships. Examiner Disque, it said, after hear- 
ing the proceedings, could not bring himself to recommend a 
mathematical rule for the determination of permitted circuity. 
Again quoting from the examiner to the effect that the com- 
petition permitted by the absence of circuity limitations tended 
toward higher prices for the producer and lower prices for the 
consumer, the commission continued: 


This from the examiner who heard the testimony. He well knew 
from where the pressure came for the establishment of circuitous 
routes. He found it came from the producer in order to secure a higher 
price for his grain and from the consumer in order to secure a lower 
final price on the product. These representations are made by the State 
Commission who represented the producers and the consumers and the 
pressure for these circuitous routes and departures from the 4th section 
does not come solely from the transitors on the circuitous routes, as 
found by the Board. 


TRAFFIC WORLD 








The Oklahoma commission said that the conclusions reached 
by Examiner Disque should govern the Commission in these 
proceedings. 

The applications covered by the report of the board were 
Nos. 16500, 16024, 16654, 17609, 18045, 18352, and 18639; those 
not heard and covered in the report were Nos. 19032, 19064, 


19159, 19224, as amended; 19429, 20413, 20464, 20528, 20596, 
20614, and 20688. 














Midwest Iron-Steel Rate Case 


Maintaining that the authority the Commission now has 
over both motor carriers and water carriers, by virtue of the 
passage of the motor carrier act in 1935 and the transportation 
act of 1940, has changed the iron and steel freight rate situa- 
tion, North Dakota interests have filed a brief with the Com- 
mission in No. 29108, Public Service Commission, State of 
North Dakota vs. Northern Pacific Railway Co., et al., and 
embraced cases dealing with rates on iron and steel articles 
from Chicago, St. Louis, and other midwest origin points to 
destinations in Minnesota, Iowa, Wisconsin and Michigan. A 
number of briefs have been filed in the embraced proceedings 
(see Traffic World, Oct. 21, p. 1037). 


The North Dakota commission asked that the Commission 
condemn the present column 32% per cent basis on iron and 
steel articles throughout the involved territory, including North 
Dakota. It asked the Commission to establish a ‘“non-discrimi- 
natory, non-prejudicial rate structure” that would permit North 
Dakota industry to compete with the industrial east in the 
manufacture and distribution of products of iron and steel. 


The Commission said that the so-called “scorched earth 
policy” of making iron and steel freight rates at column 32% 
per cent of first class must be condemned on the record, and 
that that policy had left North Dakota without steel foundries 
or manufacturing plants “right down through the war-time 
period of today.” It said that no one denied that iron and steel 
movement to North Dakota points had fallen off so that ton- 
nage terminating by rail was not a factor, and that ‘“‘our North 
Dakota industries have been stifled out of existence.’ This, it 
alleged, was on account of the present unreasonable iron and 
steel rates, coupled with the fact that the iron and steel indus- 
try east of North Dakota, with lower rates, “has put us com- 
pletely out of business.” 


“No complaint was ever brought by Fargo or North Da- 
kota subsequent to the old 1933 Fargo Commercial Club Iron 
and Steel Case, 198 I. C. C. 337,” said the brief. ‘““North Dakota 
interests suffered to see their industries such as could be built 
up under the unreasonable rates on iron and steel articles, 
dwindle and die rather than play into the rail carriers’ hands 
with a section three complaint that might only result in the 
Twin Cities losing their iron and steel rates with no substan- 
tial = relief to North Dakota consumers of iron and steel 
articles.” 


This case presented the Commission with the opportunity 
to line up the iron and steel rates into “this territory,” with 
the result that North Dakota would have a revival of foundry, 
general iron and steel manufacturing and jobbing business to 
the enhancement of the general well-being of the people, the 
North Dakota interests said. 












































SAND POINT RATE ARBITRARIES 


The Secretary of the Navy has asked the Commission to 
suspend proposed rate arbitraries on traffic to and from the 
Sand Point Naval Air Station, near Seattle, Wash. 

The petition said the tariff provisions, published to become 
effective November 1 by motor vehicle common carriers, if 
permitted to become effective, would greatly increase the cost 
of transportation to the Navy Department on property moving 
to and from the Sand Point Naval Air Station by the addition 
of substantial arbitrary charges over the line-haul rates now 
published to and from Seattle, Wash. ; 

The items protested were in tariffs of Pacific Inland Tariff 
Bureau, Inc., No. 6-A, M. F.-I. C. C. No. 8 and others. 

The petition said that shippers and receivers of property 
located at points other than the Sand Point Naval Air Station 
within a 2-mile radius of Seattle under certain now effective 
tariffs now paid and would continue to pay an arbitrary charge 
of only 2% cents a 100 pounds over the line-haul rates pub- 
lished to and from Seattle; and that, although the air station 
was located within the 2-mile radius, the proposed tariffs might 
conceivably be interpreted to exclude the application of the 
presently effective tariffs so as to cause an ambiguity in tariff 
publication and a consequent conflict in the rates to be ap- 
plicable. It said that therefore the proposed rates and charges 
were unlawful and in violation of section 216 of part II of the 
interstate commerce act. 
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U. 8S. Rail Reparation Complaint 


October 28, 1944 


The United States government, a group of north Atlantic 
Ports, the defendant railroads serving north Atlantic ports, and 
the southern rail defendants, have filed briefs in No. 29117, 
United States of America vs. Aberdeen & Rockfish Railroad 
Co. et al. The proceeding involves a complaint filed by the 
Department of Justice asking payment of an undetermined 
amount of reparation to the government by four hundred and 
forty-three railroads. It also asked that the Commission re- 
quire the railroads to pay to the government an allowance for 
wharfage and handling at army piers at Norfolk, Va., or to 
make corresponding reductions in the existing line-haul rates 
applicable on export, import, intercoastal, and coastwise traffic 
to and from Norfolk (see Traffic World, April 22, p. 1113). 

The government brief said that the defendants’ evidence 
did not purport to controvert the fact that, since June 15, 1942, 
when the army took over the operation of the piers, there had 
been neither shipside receipt nor delivery by the carriers at 
piers 1 and 2. It said that the carriers’ tariffs constituted a 
holding out by the carriers that they would effect such delivery 
and receipt and would absorb in the line-haul rate the wharfage 
and handling charges. The complainant was entitled to rely 
on this, it said, but that the carriers had repudiated their obli- 
gation and that the government had been and still was com- 
pelled to pay an additional wharfage and handling expense 
over and above the published rate that included those services. 
It said that, for the carriers to make export rates with ship- 
side application available at other piers in Norfolk harbor that 
were utterly inadequate to handle the volume of traffic, but 
to refuse to make such rates available at the army base piers 
was highly unjust and unreasonable. 

Saying that it asked no greater allowance than those that 
the carrier had paid to the other operators of Norfolk terminals, 
the government said that the establishment of an allowance in 
the future would not, of course, affect its right to damages for 
the “present and past injury.” It said that “the inequity of the 
defendants’ treatment of the complainant is glaring. Even in 
ordinary times, and with an ordinary shipper, prompt redress 
would be called for.” It added that the unjust practices com- 
plained of were with respect to the “most urgent and para- 
mount of public duties, the conduct of the war,” and that the 
Commission should be even more prompt to condemn the bur- 
den on the war effort disclosed in this case, and to require full 
redress of the injury in the past and a discontinuance of like 
injury in the future. 

The southern defendant carriers, asking that the complaint 
be dismissed, argued that they could not be compelled to make 
the government an allowance for wharfage and handling, and 
said it was well settled that the carriers had a right to perform 
any transportation service they were obligated to furnish. They 
said that, when a carrier was prevented by an industry from 
performing a service, it was not obligated to perform that 
service or to make an allowance therefor, and that even if they 
were under the duty of loading or unloading cars at the port, 
this duty did not exist as to shipments moving over the army 
base piers because the government had assumed control and 
operation of the base. 

If they were obligated to load or unload export and im- 
port freight, they said, they had the right to select agents to 
perform that service for them, and pointed out that they had 
entered into contracts with certain terminal operators at Nor- 
folk, which operators were listed in their tariffs. The tariffs 
provided that wharfage and handling charges would be absorbed 
only on traffic moving through the specified terminals, they 
said, and that such limitation was legal, unless it resulted in 
a violation of the unjust discrimination or undue prejudice 
provisions of the act. They said, further, that the government 
was being treated exactly like commercial interests, and quoted 
from the transcript of the proceeding to the effect that the 
southern carriers never “make any allowance for wharfage and 
handling on freight moving under shipside rates . . . where the 
freight.is owned by the operator of the facility.” There was 
no duty on their part to furnish piers, they said; and that even 
if they were under such a duty, they would not be obligated 
to furnish piers adequate to handle the present volume of traf- 
fic moving over the army base piers, which, they said, was an 
extraordinary and unprecedented volume. 

The defendant railroads serving north Atlantic ports said 
that the evidence presented by the government made clear that 
the issue was limited to a single question: Are the export 
freight rates paid by the government on traffic consigned to 
the army base at Norfolk, Va., unreasonable by reason of the 
yaaigaal refusal to pay allowances for wharfage and han- 

g? 

They said that-the army demanded to be treated exactly 
a Commercial interests, and that they joined the issue on that 
ground “as it states precisely the basis for their (the rail- 
Toads’) refusal to pay allowances on freight from cars on that 
army base or to unload government freight from cars on that 
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pier.” The railroads said they paid no allowance at any port 
for handling or wharfage. They argued that, when the rail- 
roads, for competitive reasons, provided piers or port services, 
in whole or in part, through ownership or agency arrangements, 
they entered a field that was permissive and not obligatory, 
and that the service might be granted or withheld subject only 
to the requirements of section 3. No such issue was presented 
in this case, they said, and that it followed that the carriers 
had no legal obligation to reimburse the army for supplying 
its own terminal facilities. They also said that the railroads 
should not in any event be required to unload under the cir- 
cumstances surrounding the operation of the base where, they 
said, the army necessarily exercised full control and railroad 
convenience could not be considered. 

The brief'on behalf of the north Atlantic ports of Phila- 
dephia, Baltimore, Norfolk, New York, Richmond, and the 
State Port Authority of Virginia, said that those port interests 
took no position as to the primary issue presented by the com- 
plaint. They said that determination of the question whether 
the defendants were obligated to perform the terminal services 
at the army base piers, or in.the alternative to pay an allow- 
ance, would seem to be the legal limit of possible action by the 
Commission in this proceeding. 

The port interests had intervened, they said, in opposition 
to the making of any finding or order requiring the establish- 
ment of separate wharfage or terminal charges at Norfolk with 
corresponding .reductions in the line-haul rates. Such action, 
they said, with reference to Norfolk, would give that port an 
advantage in line-haul rates or, because of the competition of 
the other ports, would spread to the other north Atlantic ports. 
In either case, they said, the result would be to destroy the 
port differential adjustment based on the one-factor rate in- 
cluding all services to and from shipside. They said that the 
separate statement of handling or wharfage would make it 
practically impossible to maintain a stable rate relationship in 
the total shipside charges as between competitive ports. Each 
port, they said, would naturally seek to gain a competitive 
advantage by reducing its separately stated terminal charges. 

They said that, in Wharfage Charges at Atlantic and Gulf 
Ports, 147 I. C. C. 663, the Commission had given exhaustive 
consideration to the question and that the conclusion had been 
reached that no separate should be required, in spite of the 
“most ardent advocacy of separation on behalf of the United 
States Shipping Board and many port interests.” The question 
arose here only as an incident to a prayer for an allowance, 
they said, that no evidence on the question had been presented, 
and that no order should be entered in the present proceeding 
ordering the separation of terminal and line-haul charges. 


Boston Switching Absorptions 


The Secretary of War, by the Judge Advocate General, has 
asked the Commission to suspend proposed restrictions relat- 
ing to the loading, unloading, and switching of shipments of 
high explosives (comprising explosives and fixed ammunition, 
other than small-arms ammunition) published in Agent Doe’s 
freight tariff No. 9-J, I. C. C. No. 516, to become effective 
November 1. 

The protest said that subparagraph (b) of item 75 of the 
tariff proposed to eliminate the loading or unloading services 
of the involved traffic, interchanged with water carriers at 
Boston; and that note 1 of item 335 proposed to eliminate the 
absorption of connecting line switching charges of $11 a car 
when such shipments were switched to the piers by a carrier 
other than the line-haul carrier. The petition pointed out that 
the tariff was published on behalf of the Boston & Maine, New 
York Central, New Haven, and Union Freight railroads. 

Under the present terminal provisions, the protestant said, 
a carload shipment of explosives transported into Boston by 
the New Haven would be switched to army base piers without 
charge in addition to the line-haul rate, and the New Haven 
held itself out as obligated to unload the traffic without charge 
in addition to the line-haul rate. Under the proposed provisions, 
it said, the New Haven apparently would continue to switch a 
similar shipment to the army base piers without charge in 
addition to the line-haul rate, but would not undertake to un- 
load the shipment. 

“Furthermore,” continued the protestant, “when carload 
shipments are transported into Boston over the New York Cen- 
tral of the Boston & Main railroads, such carriers presently 
absorb the interchange switching charge of $11 and the unload- 
ing charge of 66 cents per ton of 2,000 pounds assessed by the 
New Haven Railroad, the delivering carrier. Under the proposed 
schedules, the New York Central and the Boston & Maine would 
not absorb the interchange charge of the New Haven and... 
none of the carriers would hold themselves out to unload such 
a shipment... .” 

The War Department’s petition contained the contention 
that, from a cost standpoint, there appeared to be no reason 
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why the carriers should discontinue the absorption of switching 
charges on carloads of explosives and continue such absorptions 
on other traffic. It said that at Belle Chasse and Braithwaite, 
La., adjacent to New Orleans, the rail lines generally provided 
_ for the shipside delivery of explosives at no charge in addition 
to the line-haul rate. It maintained that the proposed schedules 
would be unjust and unreasonable. 


Switching at Standard Oil Plants 


Standard Oil Co. has filed a brief of exceptions with the 
Commission in Ex Parte No. 104, Practices of Carriers Affect- 
ing Operating Revenues or Expenses, Part II, Terminal Serv- 
ices, asking for the privilege of arguing the case orally before 
the entire Commission. The company said it thought the pro- 
posed findings of Examiner Leonard Way were in error. In 
that proceeding, the examiner recommended that the Commis- 
sion .affirms its prior finding that obligations of the Yazoo & 
Mississippi Valley Railroad Co., and the Louisiana & Arkansas 
Railway Co., under their interstate line-haul rates, did not 
extend beyond their points: of interchange and that payment 
by them of an allowance to Standard Oil of Louisiana for 
switching service beyond those points, to the company’s plant at 
North Baton Rouge, La., was unlawful. He also recommended 
that the Commission find that switching between the railroad re- 
spondents’ connections and points of loading or unloading with 
the Standard Oil Co.’s Maryland Tank Farm at Maryland, La., 
Chemical Products Division at Baton Rouge, La.,; and crude 
oil loading ‘points at Avondale, La., with one exception at the 
Chemical Products Division, was service that might fairly be 
regarded as contemplated under the line-haul rates (see Traf- 
fic World, Sept. 9, p. 624). } 

Standard said it had painstakingly taken the decision of 
the Commission in the original case, 209 I. C. C. 68, and had 
corrected all of the physical defects of the plant pointed out 
by the Commission. After these changes had been made, it said, 
it had asked and obtained a reopening of the case, but that 
division 3 had “decided against us.” It said that, in the present 
record, additional testimony had been introduced and three 
plans of switching offered, but that the examiner had proposed 
that the Commission adhere to its original finding, because the 
carriers would have to interchange some cars with each other 
when destined to or from the plant over their established inter- 
change. It said it was evident that this objection did not apply 
at other plants in Baton Rouge where both carriers were 
switching the plants, and added that, “frankly, we are at a loss 
to understand by what principles the Commission is judging the 
obligation of the carriers under their line-haul rates.” 


MOTOR RATES ON COTTON IN S. C. 


The Public Service Commission of South Carolina has 
made available its report in No. 3596, Application of Motor 
Truck Rate Bureau for Authority to Cancel Rates on Cotton, in 
Bales, Subject to 25,000 and 50,000 Pound Volume Minimum 
Weights. By its order in that proceeding, the commission denied 
the application of the bureau for authority to cancel its reduced 
volume rates on cotton, in bales, compressed or uncompressed, 
subject to weight minimum of 25,000 and 50,000 pounds, but 
authorized the bureau to restrict the rates, subject to the 50,000 
pound minimum, so as to make such rates applicable only 
on shipments of compressed cotton. It said that there was 
conclusive evidence that “around 35,000 pounds of uncom- 
pressed cotton is the maximum that can be loaded in a 40-foot 
box car,” that such a shipment would take the 25,000 pound 
quantity rail rate, and that the 50,000 pound rail scale was 
available to a shipper only in connection with compressed cot- 
ton. One of the applicant’s contentions, it said, was that the 
truck rates on actual movements of cotton were lower than 
rail rates and, therefore, were not demanded by competitive 
conditions. The commission said consideration of the record 
led it to conclude that the applicant was entitled to some relief 
in connection with volume movements of cotton between points 
in the state. 


FREIGHT CAR POWER BRAKES 

Secretary Bartel, of the Commission, has issued a notice 
in No. 13528, Investigation of Power Brakes and Appliances for 
Operating Power-Brake Systems, saying that the proceeding 
for hearing before Chairman Patterson, December 19, at the 
Morrison Hotel, Chicago, Ill. In that proceeding, by an order 
of the Commission, division 3, all common carriers subject to 
section 25 of the interstate commerce act were called on to 
show cause, if any, why specifications and requirements set 
forth in an appendix to the order should not be prescribed by 
the Commission, and if specifications were prescribed by the 
Commission, why an order should not be issued requiring the 
equipment of all cars used in freight service with appliances 
conforming to the specifications, on or before January 1, 1946. 





TRAFFIC WORLD 


The secretary said the December 19 hearing was for the 
purpose of receiving evidence (1) as to the adequacy and 
propriety of the proposed specifications; (2) as to the classes 
of equipment, if any, on which installation of power brakes 
should not be required; and (3) as to the date on which such 
installations should be completed, in the order named. With 
respect to (3), the secretary said it was the view of the Com- 
mission that a date for completion generally of the installation 
of power brakes should be fixed, subject to extension for good 
cause shown later, in individual cases. He said it would not be 
the purpose at the hearing to receive evidence as to the periods 
to be allowed individual roads for completion of their installa- 
tion programs. 

The secretary said parties desiring to present evidence in 
opposition to the proposed specifications; in support of the ex- 
clusion of certain classes of equipment; and in support of the 
prescription of a certain date for completion generally of the 
installation of power brakes, should be prepared to proceed in 
support of the proposals, and that they would be expected to 
supply the Commission and parties of record with a written 
statement of their positions and an outline of the evidence in 
support of them, on or before December 1. A copy of the pro- 
posed specifications was attached to the notice. 


T. P. & W. NOTES 


Informed by Director Sweet, of the Commission’s Bureau 
of Finance, that, before it would be possible for the Commis- 
sion to proceed with the consideration of the application in 
Finance No. 14607, involving an application of the Toledo, 
Peoria & Western for authority to issue notes limited to 
$500,000 in amount, it would be necessary for him to file an- 
nual reports for 1942 and 1943, together with other informa- 
tion, George P. McNear, Jr., president of the T. P. & W., said 
it did not seem fair that further consideration to the applica- 
tion would not be given until the reports were filed. Outlining 
his holdings in the Railroad Securities Corporation, as re- 
quested, Mr. McNear said it would not be proper or advisable 
to use the corporation to advance or provide funds due him as 
salary for his services and expenses as president of the rail- 
as the other executive salaries, etc. (See Traffic World, 

ts. 20. 
] In reply, Director Sweet said that there was little or noth- 
ing in the record at present that would indicate the propriety 
of the applicant’s paying a salary of $39,600 a year for the 
services now rendered by its president. He said that, to “enable 
us to determine the character and extent of such service, as 
well as other matters in connection therewith,” it would be 
necessary for Mr. McNear to file the information requested. 

That information was in connection with the Prairie 
Schooner Co. and the Railroad Securities Corporation, its suc- 
cessor through merger, according to Mr. Sweet’s earlier letter, 
and was to show for each (1) from what authority its charter 
was received, (2) the date charter was granted and charter 
powers or purposes, (3) a list of the 10 largest stockholders 
and the number of shares owned by each, and (4) the amount 


—— of assets held by each, other than applicant’s 
stock. 





SOUTHWESTERN RATES ON CINDERS, ETC. 

The southwestern railroads, defendants in No. 13535, Con- 
solidated Southwestern Cases, have petitioned the Commission 
for relief under finding 27 of the decision in that proceeding, 
123 I. C. C. 203, to permit the publication of a rate of $2.80 a 
net ton from Haydite, Ill., to Little Rock, Ark., on cinders, 
clay, shale or volcanic (not pumice stone), carload, minimum 
weight 90 per cent of marked capacity of car used, but not in 
excess of actual weight when cars are loaded to full visible 
capacity. The petition said it was proposed to publish the rates 
subject to rule 27 of the Commission’s tariff circular No. 20 at 
necessary intermediate points. It said that the current rate 
was $3.86 a ton. , 

: In support of the request, the railroads said the aforemen- 
tioned commodities were aggregates competitive with sand and 
gravel for concrete and concrete products. A plant was being 
located at Little Rock, Ark., they said, for the manufacture 
of concrete building blocks and that there would be a substan- 
tial demand for such blocks as a result of shortage of lumber 
in the construction of buildings in the southwestern area. 


TAMPA NORTHERN REORGANIZATION 


The appointment of Cody Fowler as substitute trustee of 
the properties of the Tampa Northern Railroad Co., by the 
federal court for the southern Florida district, has been ratified 
by the Commission, division 4, by an order in Finance No. 13500, 
Tampa Northern Railroad Co. Reorganization. In the same 
order, the Commission approved a maximum rate of $4,000 4 
year to be paid Mr. Fowler, beginning as of the date when he 
should have qualified as trustee. 
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October 28, 1944 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
fhe Daily Traffic World and Bulletin and The Traffic Bulietin.) 


In I. and S. M-2471, the: Commission suspended from Octo- 
ber 21 until May 21 the operation of certain schedules pub- 
lished in supplement No. 11 to tariff MF-I. C. C. No. 5 (Doe 
Motor Lines, Inc., Series) of the Diamond State Motor Freight, 
Inc., Elkton, Md. The suspended schedules propose to establish 
new class rates between Baltimore, Md., and New York, N. Y. 

In I. and S. M-2472, the Commission suspended from Octo- 
ber 23 until May 23 the operation of certain schedules pub- 
lished in supplement 25 to tariff MF-I. C. C. No. 325 of South- 
ern Motor Carriers Rate Conference, agent, Atlanta, Ga. The 
suspended schedules propose to cancel 18,000 pound commodity 
rates on cast iron pipe and fittings and other articles from 
Radford and Lynchburg, Va., to destinations in North Carolina 
and South Carolina, and to apply higher class rates in lieu 
thereof. 


Motor Extension Question 


In MC 14554, Sub. 3, In the Matter of W. L. Mead, Exten- 
sion—Ohio and New England Points, protestant rail carriers 
in official classification territory have filed exceptions to the 
report of Examiner H. A. Cockrum, who recommended a cer- 
tificate extending the applicant’s motor common carrier author- 
ity to include general commodities, with exceptions, between 
specified points and areas in O., Conn., R. I., and Mass. The 
protestants asked the Commission not to adopt the examiner’s 
report and order and to deny the application. 

Asserting that the applicant, W. L. Mead, of Fairfield, O., 
had not established facts that justified the public convenience 
and necessity of his proposed operation, the protestants said: 
“It is common knowledge that the existing motor and rail 
facilities are operating under extremely heavy pressure during 
the present war emergency and that situations prevailing at 
the present time are not representative of normal conditions. 
The testimony of the various witnesses presented by applicant 
in so far as they relate to a present need for service must of 
necessity be judged in the light of existing conditions brought 
about by the war.” 

The protestants also said it was common knowledge that 
the existing motor and rail facilities could be greatly expanded 
to take care of any additional business brought about by the 
war, but that the carriers were unable so to expand because 
of federal regulations and restrictions. They said that the 
present, therefore, was not a time when public convenience and 
necessity could justly be determined because of abnormal traf- 
fic conditions prevailing, and that it seemed certain that when 
the war emergency period was over all existing motor and rail 
lines would be seeking whatever business there was originating 
and terminating in the territory involved in the instant appli- 
cation, and that the existence of an additional competitor would 
necessarily reduce the traffic available for existing carriers. 
They said that while a number of shipper witnesses were pre- 
sented by the applicant, testimony did not reveal any need for 
the proposed service other than what might result from the 
war emergency effort, and that the applicant had failed to 
show that the useful public purpose proposed by the new opera- 
tion of service could not be served as well by existing lines of 
carriers. 


MOTOR CARRIER FIRE ACCIDENTS 


The Commission has issued a 5l-page report on ‘Motor 
Carrier Fire Accidents, 1943,” containing an analysis of 457 
motor vehicle accidents involving fires, reported in 1943. In a 
letter of transmittal to division 5, Director Blanning, of the 
Commission’s Bureau of Motor Carriers, said that the report 
was made under the general supervision of G. R. Wellington, 
chief of the bureau’s section of safety, by H. H. Allen, assistant 
chief of that section, and that reports covering similar accidents 
in 1940, 1941 and 1942 had been released in October, 1942, 
August, 1943, and March, 1944, respectively. 

“The number of fatalities per fire accident was less in 1943 

than in any previous reported year since 1940, whereas the 
number of injuries per fire accident was greater,’ Director 
Blanning said. 
_ The “fatality per fire accident” average for 1943 as shown 
In the report was 0.278, as against 0.403 in 1942 and 0.442 in 
1941. The “injury per fire accident” average in 1943 was 0.915, 
as against 0.771 in 1942, 0.805 in 1941, and 0.553 in 1940, accord- 
Ing to the report. 

Purposes of the report, according to its contents, included: 
An attempt to correlate the casualties, personal and property 
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damage in fire accidents, with the causes of fires; to correlate 
the fire accidents with kinds of carriers operating the vehicles, 
with the kinds of vehicles and cargoes, and with the geographi- 
cal areas in which they occur; to ascertain the places at which 
fires originate; and to establish means and make recommenda- 
tions as to their prevention or alleviation. 


1. Cc. C. ACCIDENT REPORTS 

A head-end collision between a freight train and a pas- 
senger train that occurred September 3 on the Chicago, Rock 
Island & Pacific Railway near Norton, Kan., and resulted in 
the injury of 47 passengers, seven Pullman employes and three 
train-service employes, was caused by “failure to deliver a 
meet order,” said the Commission, by Chairman Patterson, in 
a report on investigation of that accident (investigation No. 
2824). The report contained a recommendation that the Rock 
Island establish an adequate block system on the line on which 
the accident occurred. Chairman Patterson said that the man- 
ual-block system used on the line in question applied to fol- 
lowing movements only, that there was no provision for the 
blocking of opposing movements, and that if an adequate block 
system had been in use the opposing trains would not have 
been permitted to occupy the same block simultaneously and 
the accident would not have occurred. 


CONCRETE BLOCKS IN SOUTHWEST 


Southwestern railroads, defendants in the Consolidated 
Southwestern Cases, No. 13535 et al., have filed with the Com- 
mission a petition for modification of its findings and orders 
in those proceedings so as to eliminate from the list of com- 
modities covered thereby “blocks, building, hollow; cement or 
concrete, in straight or mixed carloads.” The railroads said 
in their petition that cement or concrete building blocks were 
in direct competition with building blocks made of clay or 
shale and with clay or shale brick, that the loading character- 
istics and the susceptibility to loss and damage were “quite 
similar” on all the articles named, and that hollow building 
blocks and brick made of clay or shale were now excluded 
from the findings and orders in No. 13535 et al. 

“The purpose,” said the southwestern lines in their peti- 
tion, “is to establish on hollow building blocks made of cement 
or concrete the same carload rates and minimum weights as 
are applicable on hollow building blocks and brick made of 
clay or shale from and to southwestern points which were 
established in compliance with the orders of the Commission 
in Docket 14617, 107 I. C. C. 681, 113 I. C. C. 169 and 156 
I. C. C. 191. All these articles are provided with the same 
rates and minimum weights on traffic moving between points 
in Western Trunk Line territory. . . .” 


HAYES FREIGHT LINES SECURITIES 

In MC F-2609, Hayes Freight Lines, Inc., Issuance of Se- 
curities, the Commission, by division 4, on motion of the appli- 
cant, has dismissed the application for authority to execute and 
issue from time to time chattel mortgages to secure the pay- 
ment of loans for purchase of equipment in a total amount not 
exceeding $225,000 to be made by Walter E. Heller & Co., 
Chicago, Ill. 

The report said the instant application was filed to deter- 
mine whether a participating interest such as was contemplated 
by the parties would make it necessary that the applicant 
obtain authority from the Commission. In its motion to dismiss 
the application, the report said, the applicant made the same 
contention as in Hayes Freight Lines, Inc.—Securities, 39 
M. C. C. 576, namely, that the instruments proposed to be 
executed were not securities within the meaning of section 20a, 
part I, and section 214, part II, of the interstate commerce act, 
and that the Commission had no jurisdiction over their execu- 
tion. The report said it was found that the mortgage or mort- 
gages proposed to be executed by the applicant were not dis- 
tinguishable from those considered in the case cited. In that 
case, the report said, the Commission had concluded that exe- 
cution and delivery of the mortgage involved was not an issue 
of securities or assumption of obligations within the meaning 
of section 214 of the act. 


FREIGHT-CHARGE CREDIT CASE 


According to a memorandum issued by Secretary Bartel, 
the Gulf, Mobile & Ohio Railroad Co. has been fined $1,000 on 
its plea of nolo contendere to an information in ten counts in 
the federal district court at New Orleans, La., charging the 
railroad with having granted to consignees at Bogalusa, La., 
credit for freight charges for periods in excess of the time 
limit prescribed in the regulations issued by the Commission 
under provisions of section 3(2) of the act. It was stated that 
the case was investigated by the Commission’s Bureau of In- 
quiry. 
























































































































































































































Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
tion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Western Missouri district, southwestern division, at Joplin. 
Oscar Meador, of Joplin, and E. L. Heisten, of Carthage, Mo., 
were fined a total of $262.50 and costs, October 16, following 
their separate pleas of guilty to an information charging them 
with violations of part II of the interstate commerce act. The 
defendant Oscar Meador was fined $175, and the defendant 
E. L. Heisten was fined $87.50. The fines and costs were re- 
quired to be paid. The defendant Oscar Meador was charged 
with operating as a common carrier of property by motor 
vehicle in interstate commerce, for compensation, without re- 
quisite authority from the Commission. The defendant E. L. 
Heisten, a shipper, was charged with aiding and abetting the 
carrier in the commission of such offenses. 

South Dakota district, at Sioux Falls. Wilson Storage & 
Transfer Co., and Tri-State Transportation Co., a partnership 
composed of Harry E. Reynolds and Norman H. Nold, both of 
Sioux Falls, and Harry Hess, doing business as Hess Motor 
Express, of Pipestone, Minn., common carriers by motor ve- 
hicle, were fined a total of $400 following entry of their pleas 
of guilty to separate charges of having violated part II of the 
act. The defendant Wilson Storage & Transfer Co. was fined 
$200 in two cases and the defendants, Tri-State Transportation 
Co. and Harry Hess were each fined $100. The fines were paid 
in full. In one of the informations, Wilson Storage & Transfer 
Co. was charged with operating as a common carrier of prop- 
erty by motor vehicle in interstate commerce, for compensa- 
tion, without there having been issued by the Commission a 
certificate authorizing the particular operations described in 
the information. Harry Hess was charged with aiding and 
abetting such operations. In another informaiton, the defendant 
partnership, Tri-State Transportation Co., was similarly charged 
with performing operations without a certificate issued by the 
Commission. In this information Wilston Storage & Transfer 
Co. was charged with aiding and abetting the operations. 

Utah district, central division, at Salt Lake City, David 
Wolzinger, dba Pony Express Stages, Los Angeles, Calif., was 
fined $475 following his plea of guilty to an information charg- 
ing him with violations of part II of the interstate commerce 
act. The fine was required to be paid. The defendant, engaged 
in transporting passengers in interstate commerce for compen- 
sation, was charged with permitting and requiring drivers in his 
employ to remain on duty for excessive weekly hours and to 
operate motor vehicles carrying passengers for excessive daily 
hours; and with failing to equip and maintain such vehicles with 
parts and accessories necessary for safe operations, all in viola- 
tion of the motor carrier safety regulations. 


UNITED VAN APPLICATION 


Since the publication on page 971 of the October 14 issue of 
Traffic World of an article about a complaint of the United 
Van Lines, Inc., against the United States and the Interstate 
Commerce Commission, it has been learned that the complaint, 
prepared for filing in the federal court for the eastern Missouri 
district, has not been filed. 

A copy of the complaint was obtained from the office of 
the chief counsel of the Commission and the story on the 
allegations contained in the complaint was written in the belief 
that the complaint had been filed. On subsequent inquiry, it 
was learned that there was attached to the copy of the com- 
plaint received by the Commission a letter from Leo P. Kitchen, 
member of the law firm of Kitchen & Schwartz, of Jacksonville, 
Fla., to Secretary Bartel, which was not made available at 
the time the complaint was made available for publication. The 
letter read as follows: 


Enclosed find copy of Bill of Complaint in a cause of action entitled 
*‘United Van Lines, Inc., vs. United States of America and the Inter- 
state Commerce Commission.”’ 

You will please take notice that the writer will on October 12, 
1944, 10 a. m., apply to one of the Judges of the United States District 
Court in St. Louis, Missouri, for a preliminary restraining order, 
enjoining and restraining the Interstate Commerce Commission from 
allowing to become effective the denial date in its Order of December 
28, 1942, as subsequently modified. 

You will govern yourself accordingly. 


The effective date of the Commission’s order of Decem- 
ber 28, 1942—the order against which the purported complaint 
was directed—was postponed from October 16 to January 15, 
1945, by the Commission’s further modification of that order, 
on petition of the applicant, dated September 23, to stay the 
effective date, and on consideration of the record in MC 67234. 

Mr. Kitchen, counsel for United Van Lines, wrote the 
Traffic World as follows, under date of October 23: 





TRAFFIC WORLD 


In your issue of October 14, 1944, page No. 971 thereof, is an item 
entitled ‘‘United Van Lines Suit.’’ Please be advised that the writer, 
attorney for United Van Lines, Inc., did serve notice on the Interstate 
Commerce Commission and the Attorney General’s office to the effect 
that a suit would be commenced in the United States District Court, 
St. Louis, Mo., but, inasmuch as the necessity for the filing of such 
suit having been removed, the same was not filed. 


FINES IN RAIL “REBILLING” CASES 

Fines of $5,000 against the Norfolk & Western Railway 
Co., $2,000 against the Southern Railway Co., $2,000 against 
Smith-Douglass Co., Inc., and Reliance Fertilizer & Lime Cor- 
poration, both of Norfolk, Va., and $1,500 against Harvard R. 
Birdsong, of Suffolk, Va., have been imposed in the federal 
district court at Norfolk, following the entry of pleas of nolo 
contendere on behalf of each of those defendants to informa- 
tions charging them with having granted and received conces- 
sions growing out of the rebilling at Suffolk and Holland, Va., 
of shipments of land plaster that had originated at Plasterco 
and Saltville, Va., and were originally intended for transporta- 
tion to points in North Carolina, according to advice received 
by the Commission. 

The Commission was informed that, as a result of the 
rebilling practice, the lawful through interstate rates were 
defeated to the extent of the difference betwen those rates 
and lower combination rates based on intrastate local rates 
to the rebilling points and interstate local rates beyond. It 
said that these cases had been investigated by its Bureau of 
Inquiry. 


CRAIN WATER APPLICATION DISMISSAL 


By an order in W-851, Mason W. Crain Contract Carrier 
Application, the Commission, division 4, has dismissed the ap- 
plication for a permit to continue operation as a contract car- 
rier by water in interstate or foreign commerce. The order 
said that on and since January 1, 1940, the applicant had been 
engaged in the transportation of property solely with the use 
of vessels of not more than 100 indicated horsepower; that the 
transportation was not performed under common control, man- 
agement, or arrangement with common carriers; that such 
transaction was exempt under the provisions of section 303(g) 
(2) of the interstate commerce act ard had not been made 
subject to regulation by the order of the Commission, division 
4, in Ex Parte No. 157, Application of Part III to Transportation 
by Small Craft, 260 I. C. C. 155. 


F. J. & G. SELF-INSURANCE 

On reconsideration in MC 606, Fonda, Johnstown & Glovers- 
ville Railroad Co. Self-Insurance, the Commission, division 5, 
has revoked the authority granted Judson Zimmer, substitute 
trustee of the railroad, to self-insure under section 215 of the 
interstate commerce act, 28 M. C. C. 616, and has approved 
an application of the railroad for authority to self-insure. The 
report said that, after the approval of the application of the 
substitute trustee, the federal court for the northern New York 
district had ordered all of the estate of the railroad vested in 
the Fonda, Johnstown & Gloversville Railroad Co., as re- 
organized. 

The report said the compelling motive for the applicant’s 
desire to self-insure was economy of operation. It said the 
applicant had stated that, in view of the volume of business 
carried on by its bus and steam divisions, together with an 
elimination of a part of the risk by means of its present insur- 
ance arrangements with respect to an excess policy that it 
intended to continue in force, it believed that it would effect 
substantial savings if the application for authority to self- 
insure was approved. 


MOTOR MINIMUM CHARGES 


Examiners W. T. Croft and L. J. Kassel have concluded 
the hearing of testimony, dealing principally with motor carrier 
costs, in I. and S. M-2240, Minimum Charges in Central Terri- 
tory; I. and S. M-2436, Minimum Charge Per Shipment in East; 
and I. and S. M-2450, Continental Transportation Lines, Inc., 
Minimum Charges. The hearings began July 31 and ran through 
August 1 in Washington, adjourned to Brooklyn August 28, and 
again to Washington, beginning October 16. 

Proposed increased minimum charges were protested by 
the Office of Price Administration, and much of the testimony 
had to do with the estimates of the cost of handling minimum 
shipments introduced by the respondents, the -O. P. A., the 
Commission’s Bureau of Transport Economics and Statistics, 
and the Middle Atlantic Motor Carrier Shippers Committee 
(see Traffic World, Oct. 21). 

The closing sessions of the hearing were given over to a 
discussion of the exhibits of the Bureau of Transport Econom- 
ics and Statistics in rebuttal testimony offered by John R 
Turney, for the respondents in I. and S. M-2240, through J. T. 
McWilliams, statistician for the American Trucking Associa- 
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October 28, 1944 


tions, Inc. Gilbert J. Parr, for the bureau, offered further data 
in connection with the bureau’s studies, as requested earlier 
in the hearing. 

All parties agreed that they desired a proposed report in 
the proceedings, and November 20 was set as the date for the 
filing of briefs. 


Railroad Earnings 


Based on advance reports from eighty-six Class I railroads, 
whose revenues represent 81.3 per cent of total operating rev- 
enues, the Association of American Railroads estimated that 
railroad operating revenues of $641,940,057 in September, 1944, 
were 1.7 per cent more than in the same month of 1943. This 
estimate, it was pointed out, covers only operating revenues 
and did not touch on the trends in operating expenses, taxes, 
or final income results. 

Estimated freight revenues of $473,456,546 in September, 
1944, were greater than in September, 1943, by 1.2 per cent, 
while estimated passenger revenues of $123,326,811 were greater 
by 3.5 per cent. Data by districts follow: 

Eastern District. Thirty-four Class I railroads, whose revenues 
represent 91.3 per cent of total operating revenues in the Eastern 
District; estimated that their operating revenues of $308,153,691 in Sep- 
tember, 1944, decreased under September, 1943, by 1.1 per cent. Freight 
revenue Of $224,512,223 was estimated to have decreased 3.1 per cent 
and passenger revenue of $62,099,391 increased 7.1 per cent. 

Southern Region. Seventeen Class I railroads, whose revenues repre- 
sent 65.4 per cent of total operating revenues in the Southern Region, 
estimated that their operating revenues of $71,002,109 in September, 1944, 
were greater than in September, 1943, by 3.0 per cent. Freight revenue 
of $52,180,301 was estimated to have increased 4.7 per cent, and pas- 
senger revenue of $14,386,455 decreased 4.9 per cent. 

Western District. Thirty-five Class I railroads, whose revenues 
represent 76.0 per cent of total operating revenues in the Western 
District, estimated that their operating revenues of $262,784,257 in 
September, 1944, were greater than in September, 1943, by 4.8 per cent. 
Freight revenue of $196,764,022 was estimated to have increased 5.7 per 
cent and passenger revenue of $46,840,965 increased 1.8 per cent. 


REVENUE TRAFFIC STATISTICS 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies, totaled 
62,539,667,000 in July, 1944, as compared with 63,738,668,000 in 
July, 1943, and 431,273,490,000 in the seven months ended with 
July, 1944, as against 413,674,358,000 in the like 1943 period, 
according to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics of revenue traffic statistics 
of those roads, statement:.M-220. 

Revenue tons carried in July, 1944, amounted to 261,135,- 
386 as against 270,578,826 in July last year, and 1,761,070,242 in 
the seven months ended with July, 1944, as against the cor- 
responding 1943 figure of 1,723,021,272. Freight revenue to- 
taled $594,042,633 in July, 1944, as compared with $582,688,315 
in July, 1943, and $4,038,671,015 in the seven months ended 
with July, 1944, as against $3,889,624,086 in the corresponding 
1943 period. 

Revenue passengers (including commutation passengers) 
carried totaled 85,003,413 and passenger revenues (including 
commutation revenues) amounted to $161,963,466 in July, 1944, 
as against 84,847,392 revenue passengers and revenues of $156,- 
323,385 in July, 1943. For the seven months ended with July, 
1944, revenue passengers carried totaled 527,257,275 and pas- 
senger revenues amounted to $1,042,219,569, as against 504,147,- 
849 revenue passengers, and $905,846,254 in revenues for the 
like 1943 period. 

Freight traffic averages for July, 1944, compared with July, 
1943, respectively, were reported as follows: 

_ Miles a revenue ton a road, 240.8 and 240.0; revenue a ton- 
mile, 0.970 cents and 0.903 cents; and revenue a ton a road, 
$2.34 and $2.17. 

_ For the seven months ended with July, 1944, compared 
pe the like 1943 period, freight traffic averages were, respec- 
ively: 

Miles a revenue ton a road, 241.8 and 238.2; revenue a 
ton-mile, 0.962 cents and 0.956 cents; and revenue a ton a road, 
$2.33 and $2.28. 


RAIL STATISTICS ABSTRACT 

The Commission has issued a preliminary abstract of rail- 
Way statistics of steam railways, Railway Express Agency, Inc., 
and the Pullman Co., for the year ended December 31, 1943, 
Compiled by its Bureau of Transport Economics and Statistics. 
nN an introductory statement, the bureau said that the pre- 
liminary abstract was compiled from the annual reports of 
arge steam railways, the express agency, and the Pullman Co., 
and was intended primarily to make available as promptly as 
Possible certain totals not obtainable from the monthly. or 
quarterly reports of carriers. It said that the totals were sub- 
ject ts Change after corrections in the annual reports had been 
authorized, and that the final totals would appear in the sta- 
lsties of railways for 1943. The 60-page abstract contains nine 
summaries. It is for sale by the Superintendent of Documents, 
U. S. Government Printing Office, Washington, D. C. 







































































Ex Parte 148 Hearing 


The Traffic World Washington Bureau 


The railroads would need net railway operating income of 
a billion dollars a year in the first five post-war years in order 
to make the necessary capital expenditures to furnish adequate 
and efficient transportation service, said Dr. J. H. Parmelee, 
director of the bureau of railway economics of the Association 
of American Railroads, first witness in reopened Ex Parte 148, 
Increased Railway Rates, Fares and Charges, 1942. The hear- 
ing began October 23 before Commissioners Aitchison, Mahaffie 
and Splawn. Sitting in cooperation with them were the follow- 
ing members of state commissions: Leon Jourolmon, Jr., of the 
Public Utilities Commission of Tennessee; J. C. Darby, of the 
South Carolina Public Service Commission; Carl Reed, of the 
Iowa State Commerce Commission; Ben C. Larkin, of the 
North Dakota Public Service Commission; Amos A. Betts, of 
the Arizona Corporation Commission; C. B. Sexton, of the 
Nevada Public Service Commission; Florence M. Kiely, of the 
Michigan Public Service Commission; and George McCon- 
naughey, of the Ohio Public Service Commission. 

In the course of his testimony, Dr. Parmelee referred to 
the study of post-war traffic levels, made public by the Com- 
mission (see elsewhere), and an objection by Max Swiren, rep- 
resenting the Office of Price Administration, to any discussion 
of that study, was upheld. 

At issue in the proceedings are the increased freight and 
passenger rates granted by the Commission, effective March 15, 
1942. The freight rate increases first were suspended in May, 
1943, for six months, and by further orders until January 1, 
1945. The increased passenger rates, which were never sus- 
pended, have been brought in issue by the request of the Office 
of Price Administration that they be eliminated. The proceed- 
ing was reopened by the Commission after the filing of a peti- 
tion by the National Association of Railroad and Utilities Com- 
missioners and others, asking the Commission to issue a cita- 
tion requiring returns to be filed showing cause why the 
increases should not be permanently cancelled. The railroads 
are asking restoration of the freight rate increases. 

Dr. Parmelee said that net railway operating income had 
decreased in each month subsequent to the suspension of the 
freight rate increases. He observed that the suspension of the 
increases had taken place in May, 1943, and that “the month 
of June, 1943, was the first to show a decrease in net earnings 
as compared with the corresponding month of the prior year.” 

Dr. Parmelee based his estimates of railroad performance 
in the future on the assumptions that the war in Europe would 
end, so far as active hostilities were concerned, by the end of 
1944, and that the war in the Pacific against Japan would con- 
tinue for about one year after that. He also assumed that the 
process of reconversion of manufacturing and other plants from 
war to a peace basis would begin immediately after the end 
of the war in Europe, and that it would take from 18 to 24 
months for the process to be completed so that the plants de- 
voted to war production would have attained the highest civilian 
production level anticipated as an expectable maximum. 


National Income Estimate 


He estimated that the national income of the United States 
in the three or four years immediately succeeding the recon- 
version period would be in the neighborhood of $120,000,000,000 
a year. Referring to an exhibit which he offered, he said that 
the operating revenues of the carriers would amount to approxi- 
mately $9,450,000,000 for 1944, and that on this basis of gross, 
net railway operating income for that year was estimated at 
$1,100,000,000, the amount remaining out of the total operating 
revenues after payment of operating expenses, operating rentals, 
and taxes. Net income, he said, after taking into account non- 
transportation income and fixed and contingent charges, was 
estimated at $650,000,000 for 1944. For 1945, Dr. Parmelee, 
observed, his exhibit showed an estimated gross earnings of 
$7,620,000,000, based on the assumptions aforementioned as to 
the European and Japanese phases of the war. He said it was 
believed that freight revenues in 1945 would be less than in 
1944 “by some 20 per cent,” and that it was also anticipated 
that the passenger traffic volume in 1945 would show a decline 
under 1944. Net railway operating income would approximate 
$790,000,000 in 1945, he said, while net income would be in the 
neighborhood of $350,000,000. 


Dr. Parmelee directed particular attention to the fact that 
the passenger revenue for 1944 would approximate $1,800,000,- 
000, which he said was nearly ‘three and one-half times the 
amount of passenger revenue earned in 1941. He said that the 
Commission’s Bureau of Transport Economics and Statistics 
had published data showing that passenger services had pro- 
duced a net railway operating deficit of about $250,000,000 a 
year for a number of years prior to 1942, and that now, with 
the inidicated passenger revenue, the bureau calculated a net 
railway operating income from passenger services of more than 
$250,000,000. This, he said, meant that the total net railway 
operating income of the carriers had benefitted to the extent 
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of more than one-half billion dollars on account of the very 
substantial increase in passenger business. Looking toward the 
future, he said, it seemed reasonable to anticipate that when 
passenger business returned to more nearly normal levels, the 
net earnings of the carriers might be reduced by approximately 
the same amount, or by $500,000,000 a year. 

He said that practically every phase of railroad opera- 
tions was being conducted now on a scale above that of any 
peacetime or wartime year in history and that, when traffic 
and gross earnings declined, the operating expense of the 
carriers did not decline in the same ratio, at least for a con- 
siderable period of time. Observing that, for the post-war years, 
prospects for gross earnings were placed at from $6,000,000,000 
to $6,500,000,000 annually, he said that this would be in excess 
of any peacetime year in the history of the American railroads. 
He compared it with a gross of $6,280,000,000 in 1929, but 
pointed out that, in 1929, the net railway operating income of 
the carriers was $1,252,000,000 and that the net income, 
$897,000,000. In a post-war year, he said, a somewhat larger 
gross would produce a net railway operating income of about 
$515,000,000, and a net income of approximately $75,000,000. 
If the gross in a post-war year should be $6,000,000,000 instead 
of $6,500,000,000, he said, the net railway operating income 
might approximate $395,000,000, and that, on that basis the net 
income would disappear, and be replaced by a net deficit of 
$45,000,000. 

In a statement on prospective capital expenditures in the 
post-war period, for which he observed that the carriers would 
need a net railway operating income in the neighborhood of a 
billion dollars a year, he said that the necessary replacement 
program would require an annual outlay of $300,000,000 or 
more, for freight cars and locomotives, and that $50,000,000 a 
year over a five-year period would seem a conservative esti- 
mate of prospective capital expenditures for passenger-train 
cars. Assuming a 30-year renewal span for freight cars and 
a 40-year renewal span for locomotives, the railroads would 
require 70,000 freight cars a year, and 1,270 locomotives, to 
take care of current retirements and the lag caused by the 
fact that current retirement of rail equipment had not been 
on the basis indicated. 


Answers O. P. A. 


Rajlroads had not “outstripped industry generally in the 
rate of profit benefits obtained from the war,” as claimed by 
the Office of Price Administration, and were actually carrying 
freight at less than average pre-war charges despite the fact 
that the wages and prices they paid had gone up more than 
25 per cent since 1939, Dr. Parmelee said. 

Dr. Parmelee declared that the statements and tables sub- 
mitted by the O. P. A. in an effort to show that railroad profits 
had advanced more than those of other industries, were not 
on a properly comparable basis. Figures for industry in gen- 
eral, he pointed out, were taken from Bureau of Internal 
Revenue reports, while figures for the railroads were from 
reports of the Commission, in which the two important facts of 
fixed charges and taxation were treated differently. 

Giving effect to these two important factors, and putting 
the figures on a fairly comparable basis, Dr. Parmelee said 
that the 1943 profit index for the railroads was 463, taking the 
low-profit period 1936-39 as 100, compared with an index of 
531 for manufacturing and mining, 591 for transportation and 
public utilities, and 433 for trade. While the gain in other 
industries had to some extent been due to increased prices, he 
added, the gain in railroad earnings was due solely to the in- 
creased amount of work they had been called on to perform, 
since railroad rates were no higher than before the war. 

In 1944, moreover, the witness added, railroad profits had 
shown a downward trend while the profits of other lines of 
business, as reported by the U. S. Department of Commerce, 
had continued upward. 

“It has only been the unprecedented increase in the volume 
of railroad traffic that has enabled the railways to show favor- 
able operating results in spite of large increases in operating 
costs,” Dr. Parmelee continued. 

“Because of the wear and tear of heavy war traffic, and 
the shortage of materials and labor,’ Dr. Parmelee said, ‘a 
considerable amount of maintenance and improvement work 
has been necessarily postponed. The railroads will need to 
make substantial expenditures to rehabilitate their properties 
after the war. It is difficult to apply exact statistical measures 
to the amount of deferred maintenance, but for the period from 
1934 to 1943, maintenance charges were about 20 per cent under 
those for the period 1924-1933, despite increases in traffic, in 
wage rates and in prices of the materials used in maintenance.” 

“Restoration of the suspended increases, resulting in an 
average increase in freight revenues of about 4.7 per cent,” 
Dr. Parmelee said, “will be a moderate contribution toward 
offsetting the effect of higher wages and prices and will aid 
the railroads in the reconversion and post-war periods in meet- 
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ing their problems of improvement, maintenance, employment 
and adequate service.” 





Other Income 


J. M. Souby, general solicitor for the Association of Amerj- 
can Railroads, said that the Office of Price Administration had 
derived index numbers for railroad earnings by the use of 
$86,500,000 as the average annual railroad profit before taxes 
for 1936, 1937, 1938, and 1939, and he asked Dr. Parmelee, 
first rail witness in Ex Parte 148, to state for the record how 
much income other than railroad operating income had gone 
into the computation of rail net income. Dr. Parmelee said that 
other income for those years had been $184,000,000 in 1936; 
— in 1937; $155,000,000 in 1938; and $161,000,000 in 

Max Swiren, O. P. A. attorney, cross-examined Dr. Par. 
melee at some length on the bases and assumptions involved in 
his exhibit and statements as to prospective rail traffic and 
earnings in 1945, the witness indicating that he had taken vari- 
ous elements named by Mr. Swiren into consideration, and say- 
ing that there was a large element of judgment involved in his 
estimates. At one point Mr. Swiren asked Dr. Parmelee if he 
was an economist, and said that the witness assumed a com- 
plete reversal in the post-war period of the relationship be- 
tween income levels, employment, price levels and wage levels 
in the history of the country. He asked Dr. Parmelee if he as- 
sumed that present wage levels and prices would be main- 
tained and the witness said he would not “quite assume that,” 
adding that, if the national income was distributed among 
more people it would probably produce a little more business 
for the railroads than if distributed among fewer people. 

Mr. Betts, of the Arizona Corporation Commission, asked 
what the effect would be on rail traffic of the termination of 
the war in Europe. Dr. Parmelee cited 169,511 carloads of 
traffic handled ‘by rail to all ports in September, 1944, and said 
that 113,381 of those cars had been delivered to Atlantic and 
Gulf ports. A great deal of that traffic had undoubtedly been 
destined to Europe, he said. In answer to another question by 
Mr. Betts as to where reductions in railroad expenses, if they 
became necessary, might be made, Dr. Parmelee observed that 
the greatest proportion of railroad expense was payroll. 

J. K. Knudsen, representing the Department of Agriculture 
and the War Food Administration, after a brief cross-examina- 
tion of the witness, asked Mr. Souby whether or not the posi- 
tion of the railroads was that they sought restoration of the 
increased rates on agricultural products, and received an af- 
firmative reply. 

Frederick G. Hamley, assistant general solicitor, National 
Association of Railroad and Utilities Commissioners, asked Dr. 
Parmelee whether or not, in estimating future operating ex- 
penses, he had taken into consideration the unusual expenses 
of $30,000,000 a year, cited in the railroad petition for restora- 
tion of the increased rates, as incurred in measures for the 
protection of government property. The witness said that he 
had. 






































Land Grant Rates 


John S. Burchmore, representing the National Industrial 
Traffic League, asked how much would be added to Dr. Par- 
melee’s estimated $5,600,000,000 freight revenue for 1945 if 
the land grant rates were abolished, to which the witness re- 
plied that he did not know and that it was a difficult question 
to answer. He agreed that, as to 1943, elimination of the land 
grant rates would have represented a very large sum. He said, 
further, that it would be difficult to translate into figures the 
taxes that would be saved to the railroads if they were not 
required to pay income taxes on amounts set aside for post- 
poned maintenance—a phrase Dr. Parmelee said he preferred 
to “deferred maintenance.” 

Dr. Parmelee, on his return to the witness stand the morn- 
ing of October 24, was asked by Forman Smith, assistant at- 
torney general of Alabama, to specify the bases of information 
for his prediction that 18 to 24 months would be required for 
industrial reconversion after the war. Dr. Parmelee said that 
that was an over-all estimate, covering industry generally, and 
explained that he had obtained his data from persons familiar 
with the industrial situation. Mr. Smith insisted. on knowing 
who those persons were and what industries they represented, 
and Chairman Aitchison, after further questions by Mr. Smith 
along that line, cautioned the latter not to testify. Mr. Smith 
discontinued the interrogation with the remark that he would 
enter objection “on the ground that we were not permitted to 
fully cross-examine the witness.” 


D. L. & W. President Heard 


William White, president. of the Delaware, Lackawanna & 
Western Railroad, the next witness, declared that, with traffic 
turning downward, railroads now faced higher costs than they 
faced at the end of 1941 when the Commission first authorized 
the Ex Parte 148 increases. 
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“The increases originally authorized in this case, in 1942,” 
he said, ‘““were made in view of an increase in wages which had 
just gone into effect. Since that time, there have been still 
other increases in wages and in the prices of things which rail- 
roads buy and use. The increases in railroad rates, however, 
were suspended nearly a year and a half ago. Since that time 
there has been a constantly declining trend in net railway oper- 
ating income, and now the upward trend in traffic has flattened 
out and we are faced with a declining trend. Railroads can no 
longer look, therefore, to increases in traffic to absorb increased 
costs. They can look only to the restoration of the modest in- 
creases in rates heretofore authorized.” 


Mr. White said that the Lackawanna was “one of a num- 
per of roads that are in an uncomfortable situation, even with 
the present volume of traffic.” He noted that the Lackawanna 
was not in the excess profits tax bracket, and State Commis- 
sioner Darby suggested that if a rate increase were granted, 
the railroad might go into that bracket and so would not be 
in an improved financial position. Mr. White disagreed with 
that. He observed, in a discussion of postwar expenditures faced 
by the railroads, that steel coaches that were considered modern 
in the middle 1920’s cost about $30,000, but that a modern coach 
now cost over $80,000, and that a diner that 20 years ago cost 
about $50,000 now cost at least $125,000. He said about $1,- 
400,000 would have to be spent to equip 6,200 cars with “AB” 
brakes, and that there were plans for other improvements, “in 
the same category as the ‘AB’ brake, not absolutely necessary, 
but very desirable, because they tend to promote safety, in- 
crease efficiency of operations, and are in general desirable 
improvements in the art of railroading.” 
































Disagrees with Director Johnson 


On cross-examination, Mr. Swiren referred to a statement 
by Mr. White attributing to the War Production Board a report 
that on cessation of hostilities in Europe, there would be a 
substantial reduction in war production and a marked decline 
in traffic available to the railroads. Mr. Swiren asked the 
witness whether he agreed with a recently issued statement by 
Director Johnson, of the Office of Defense Transportation, that 
the decline in tonnage after “VE-Day” would be offset by 
greater distances of movement. Mr. White said he did not 
agree with that, because, he explained, the capacity for move- 
ment of goods through the west coast ports was limited to 
the capacity of those ports. After the war in Europe, he said, 
the western roads would not handle “such a great big volume” 
of traffic, because of the limited port capacity. He said he did 
not quite agree with Dr. Parmelee’s testimony on that subject. 

He told Mr. Swiren that the Lackawanna had no “carry- 
over losses” to provide tax relief. He answered negatively a 
question by Mr. Swiren as to whether he thought a general 
increase was fair “because some roads like yours find them- 
selves in need.” When Mr. Swiren asked the witness whether 
he thought that, to maintain a sound economy after the war, 
“we must maintain large-scale production and a narrow mar- 
gin of profit,” Mr. White said he could not answer that until 
he knew what was meant by a “narrow” profit margin. 


Mr. Burchmore, in a series of questions, addressed to Mr. 
White, injected the suggestion that the shippers now faced 
greater uncertainty than they faced late in 1941 when the 
Ex Parte 148 increases were granted and that the shippers 
now were subject to price ceilings that were not in effect at 
the time of the granting of the Ex Parte 148 increases. He 
added that the shippers rather resented the idea of the rail- 
roads asking for increased rates at a time when the shippers 
could not very well stand such increases. Mr. White averred 
that there might be much more opposition from the shippers 
if the railroads waited until after a traffic decline to ask for 
rate increases that they needed. 


R. L. Williams’ Testimony 


R. L. Williams, president of the Chicago & North Western 
Railway Co. and of the Chicago, St. Paul, Minneapolis & Omaha 
Railway Co., next on the witness stand, noted that reorganiza- 
tion of the North Western had been consummated June 1, 
though made effective as of January 1, 1939. He related how 
the income of the railroad had been spent and said that its 
present annual fixed and contingent charges and sinking fund 
Payments were about $7,750,000. Discussing needs of the rail- 
toads for postwar improvements, he said an extension of the 
C. & W.’s present streamliner service was planned, involving 
an estimated expenditure of $21,653,000. He said that out of 
1205 passenger train cars owned by the C. & N. W., 1,089 
were over 15 years old and the average age of all passenger 
cars was about 25 years. Of a total of 202 passenger loco- 
motives, the road had only 11 that were less than 20 years 
old and 78 that were less than 30 years old, he said. 

‘Application of the current basic wage rates and material 
costs to 1941 operations of the C. & N. W., he declared, would 
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reduce the actual net railway operating income for that year 
to $2,100,414. 

“That amount,” he continued, “is not sufficient to pay full 
fixed interest, to say nothing of contingent interest and other 
charges. Some method must be found to offset, partially at 
least, the present wage and material costs. Short of a reduction 
in wage rates and material costs, this can only be done by an 
increase in freight rates and an improvement in efficiency. To 
accomplish the latter the expenditure of a substantial sum for 
capital improvements will be required... .” 

He said that as of September 30, the C. & N. W. owned 
47,299 freight cars, the average age of which was about 19 
years. The capital requirement for 10,000 new freight cars 
and modernization of existing cars in the next five years would 
be $33,600,000, he testified. Concluding his statement, he said: 


In my judgment the problems confronting our property are sub- 
stantially the same as those which in varying degrees affect every 
other major railroad. . .. All of us will be confronted with a con- 
stantly competitive situation from other types of transportation. All 
of us are confronted with the necessity of modernizing our plant, freight 
and passenger to meet this situation. All of us need money to do it. 
All railroads now have greatly increased levels of wages and materials 
costs and some such offsetting factor as increased freight rates is imper- 
atively necessary, and this at a very early date. 


The Detroit & Cleveland Navigation Co. has filed with the 
Commission a motion concurring with the petition of the rail- 
roads for restoration of the Ex Parte 148 increases. The com- 
pany said its labor and material costs, like those of the rail- 
roads, had substantially increased, and that if the increases 
were restored, such authority must be granted also to the 
D. & C. Navigation Co. in order to preserve existing rate re- 
lationships with competing carriers and “proper differential 
relationships and divisional arrangements with respect to joint 
rail-and-water or water-and-rail rates.” 


Central of New Jersey 


William Wyer, chief traffic officer of the Central of New 
Jersey, offered an exhibit showing the effect of recent major 
wars on price and wage indices of United States railroads. 
Questioned by Alexander H. Elder concerning the exhibit, he 
said that every major war had resulted in increased railroad 
labor and material costs not only in the period of the war, but 
for many years following the conclusion of the war. He said 
that rail labor advances had always been held and had “never 
gone back again,” but that material rate advances had held 
for a good many years and had then sometimes fallen back. 
Consequently, he said, freight rates had followed those trends, 
but with a lag. He said that it was an “inevitable pattern,” 
and that, in his opinion, the same situation would result from 
the present war. 


At one point in his testimony, Mr. Wyer made the remark 
that everybody but the railroads seemed to be able to obtain 
increases from the O. P. A., and Mr. Swiren objected to the 
statement. He said the O. P. A. was not on trial in this pro- 
ceeding. Mr. Wyer testified that contract carriers performing 
pick-up and delivery service for his railroad had been granted 
an increase, but that the railroad was not able to protest.the 
increase, because, he said, it was not subject to any O. P. A. 
regulation. He also cited an increase granted on prices of 
railroad coal of 5 cents a ton in district 3, at the same time 
that the O. P. A. granted a decrease of 5 cents on commercial 
coal in that district. Prior to that time, he said, there had 
been a differential of 10 cents in favor of railroad coal. 

Mr. Burchmore asked a series of questions on the benefits 
of accruing deferred maintenance, as practiced by some rail- 
roads. He asked if the “beating” taken by railroad property 
on account of the war was reflected in any account, and Mr. 
Wyer said it was not. 


“Squeeze Play” on Railroads 


Walter S. Franklin, vice president in charge of traffic of 
the Pennsylvania Railroad, said that the railroads were trying 
to present their case in advance of reaching “the low spot,” 
but not before there had been “a very definite change in the 
trend and a very clear indication of what the future will pro- 
duce.” Prices paid for their supplies, though fixed by the Office 
of Price Administration, had been increased, and railroad wages 
also were fixed by the government, he observed, adding that 
now the O. P. A., after granting those price increases, was 
“fighting the railroads before another government body that 
is charged with watching over their financial welfare, despite 
the fact that this same Office of Price Administration has itself 
forecast the very severe decline in production which is a major 
fact in the future trend.” Price Administrator Bowles, in a 
memorandum, had predicted a drop of 43 per cent in the produc- 
tion of war materials and construction within three months 
after the end of the war in Germany, Mr. Franklin testified. 
“With the alarming decrease in net income, which has 
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is proclaimed as National Apple Week. But, this year 
it’s a world-wide event, for a large part of the new 
apple crop is going to the Armed Forces. 
Great Northern knows that Yanks in the U.S. A. 
and overseas will share with civilians at home one of 
the largest apple crops ever produced in Washington’s . 
famed Wenatchee Valley. 
Thousands of boxes of Wenatchee’s finest apples— 
premium fruit anywhere in the world!—already have 
been moved to military depots and civilian markets in 


Great Northern’s fleet of modern refrigerator cars. 
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Many varieties of apples, including the big, crisp, juicy Delicious, are produced 
in the Wenatchee Valley. Great Northern’s careful handling and dependable 
service are important factors in marketing the apple crop. 
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continued for 15 consecutive months following the suspension 
of the freight rate increase in May, 1943,” he said, “it is only 
a question of time before the railroads as a whole will show 
a deficit, or at least the net income will be so small as not to 
properly support the financial structure. The result will be a 
very much less effective operation, and a serious impairment 
of the railroads’ ability to render the efficient and adequate 
service the public has a right to demand. . . . With net income 
declining toward the danger point, there is no compelling 
reason why increases should be withheld until the situation 
becomes dangerously acute... .” 

He estimated that 60 per cent of the present traffic of 
the railroads was government traffic, directly or indirectly. 


Revenue From Foodstuffs 


Mr. Swiren, on cross-examination of the witness, sug- 
gested that losses of munitions traffic would be offset by in- 
creased movement of foodstuffs for relief of the war-ravaged 
countries of Europe. Mr. Franklin disagreed, saying that even 
if foodstuffs supplemented steel and armaments to the extent 
of the same number of cars, the railroads’ revenue would be 
far less, and that, moreover, there was no assurance that 
there would be any large movement of foodstuffs to Europe. 
Foodstuffs moved at very much lower rates than those applied 
to ammunition, etc., and earnings a car were very much lower, 
he said. 

Asked whether he thought that traffic on the western roads 
would be lower in 1945 than in 1944, Mr. Franklin said the 
traffic on those roads might be higher in the first part of 
1945, but that there would be an over-all decrease for the 
year, a decrease of 5 per cent or less. 

Return of ammunition from overseas as scrap was improb- 
able, because it became “more sensitive” with age and was 
therefore not returnable, he averred. 


Movement of Surplus Material 


Mr. Knudsen, in a'series of questions, took the position 
that after the war there would be a surplus of a large variety 
of material and supplies of the armed forces, ranging from 
“pins to long toms,” and that rates on so many different items 
moving in large quantities could not be such as to result in 
revenue decreases. Mr. Franklin rejected the idea that move- 
= of surplus material would be of great benefit to the rail- 
roads. 

“What puts business on the railroads,” he said, “is the 
big manufacturing plants running 100 per cent. When you 
stop those plants and sell surplus material, you affect the traffic 
on the railroads very materially.” 

Mr. Knudsen wondered if it was the railroads’ intention 
to raise the rates so as to add to their capital investments. 
The witness answered that earnings must be sufficient to at- 
tract capital, and then must be sufficient to retire that capital. 
Asked by Mr. Knudsen whether it was desirable “to take 
money out of the pockets of 30 million farmers to build a new 
railroad,’ Mr. Franklin said that they (the farmers) would 
have to “pay us a rate that will enable us to get new equip- 
ment and then to retire it.” 

“We've got to produce transportation at lower cost than 
ever before, and that’s what we’re going after,’ Mr. Franklin 
concluded. 


Southern Lines 


Picturing the immediate post-war future of the railroads in 
somewhat somber tones, two traffic officials of southern lines 
outlined business prospects and government representatives 
sought to gain from these officials admissions that in certain 
respects the view ahead might not be as dark as it seemed on 
a basis of the railroaders’ testimony. 

E. R. Oliver, vice-president in charge of traffic, Southern 
Railway, Washington, D. C., and J. E. Tilford, vice-president in 
charge of traffic for the Louisville & Nashville Railroad, who 
also represented the Class I railroads in the southern region, 
testified along broad economic lines. 

“The probable early victory in Europe is bringing the post- 
war readjustment problems past the study stage and making 
them questions of immediate practical concern,” said Mr. Til- 
ford. “The substantial volume of military freight and personnel 
now moving via the railroads will when cut back, cause a sharp 
reduction in railroad traffic and revenue. The railroads, unlike 
other industry, will have no contract cancellation settlement to 
compensate for plant expansion made because of war needs or 
to — the slackening of business during the reconversion 
period.” 

Mr. Swiren questioned Mr. Tilford about the lack of con- 
tract cancellation settlement. He wanted to know if the 20 per 
cent amortization plan provided by law under a certificate of 
necessity would not provide the railroads with a substantial 
“cushion.” Mr. Tilford said it might to some extent. 
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“The figure generally given for the cutback in production 
for war when Germany is defeated is 40 per cent, and that is 
generally accepted as a conservative forecast,” said Mr. Tilford, 
“This is equivalent to cutting government purchases by some 30 
billion dollars annually.” 

He said statistics were not available allocating the railroad 
revenue accountable to war production, but that in the first six 
months of 1944 the L. & N. collected for itself and connections 
from government agencies 18% million dollars solely on freight 
moving on government bills of lading delivered at points served 
by the system. This, he said, represented 28.2 per cent of the 
freight revenue collected by the railroad for itself and connec- 
tions on all freight delivered at points on the L. & N. 


“T think it would be a reasonable assumption that the pro- 
portionate reduction in war materials, that is, 40 per cent, will 
run to practically all of the railroad traffic even back to the 
iron ore, bauxite ore, and other raw materials and fuel,” said 
Mr. Tilford. 


Saying that the last pre-war year in which the traffic and 
revenue was not influenced by preparation for war was 1939, he 
pointed out that the abnormality of war traffic volume was con- 
cisely shown by a comparison of freight revenue in that year 
with 1943 and 1944. 


“In 1939 the freight revenue of Class I railroads in the 
southern region was $425,824,000, while in 1943 it was $935,- 
715,000—an increase of 119.7 per cent,’ explained Mr. Tilford. 
“For the first eight months of 1944 the freight revenue was 
$642,000,000, and it is estimated that for the year it will be 
$950,000,000, which is 1.7 per cent more than in 1943. However, 
using the estimate for 1944 the increase will be $524,176,000 
over 1939, and, assuming that 40 per cent of that increase would 
be lost because of the curtailment of war production, the south- 
ern carriers would be facing a reduction of approximately $209,- 
— or 22 per cent of the aggregate freight revenue for 
1944.” 


Among reasons given for the expected losses of traffic by 
the railroads in the post-war period were: Probable curtailment 
of unusual wartime rail movements; restoration of coastwise 
and intercoastal steamship service; restoration of motor carrier 
service now curtailed because of tire and gasoline shortages; 
return to service of oil tankers; development of oil pipe lines 
with distribution outlets for truck delivery; expanding barge 
competition on the Tennessee River, in addition to barge line 


traffic on the Mississippi and Ohio Rivers; the extensive tow-” 


boat and barge building program authorized by the O. D. T. in 
1943; and the probable return to North Atlantic ports of a great 
tonnage of export and import freight which in wartime had 
moved through the south Atlantic, Florida, and Gulf ports. Air- 
line traffic was also mentioned as a post-war competitive factor. 

Mr. Oliver, of the Southern Railway, said war traffic con- 
tributed greatly to his railroads’ revenues which totaled $92,- 
000,000 in the six months ended June 30, 1944, of which $28,- 
000,000 was accounted for by government business. He esti- 
mated the temporary military population of the south as reach- 
ing at times approximately 5,000,000, saying that this source of 
revenue would decrease as the boys continued to go overseas 
and finally disappear with the end of the war. He said high- 
grade traffic, such as ammunition and clothing, showed enor- 
mous increases between 1939 and 1943 but that after the war 
the volume of all freight traffic would not only decline but its 
character would change; there would be less high-grade traffic. 

If the war in Europe ended this year, said Mr. Oliver, there 
would be an estimated drop in freight revenue of 19 per cent, 
but this was a conservative estimate, he explained, and added 
that it might be nearer 25 per cent. 

Mr. Oliver gave extensive testimony concerning what he 
considered a temporary economic growth in the South. He listed 
refined and raw sugar. cocoabeans, coconuts, hickory, alcoholic 
liquors, manganese and other ores, blackstrap molasses, oranges 
and grapefruit, sulphur, Canadian newsprint and other articles 
as among those now hauled by rail but which ordinarily moved 
by water through southern ports. 


Army Testimony 


Testimony of rail executives was interrupted to permit 
the O. P. A. to place on the stand Brigadier General A. F. 
McIntyre, chief of the rail division of the Army Transport 
Corps. Saying that he was not speaking officially for the War 
Department, General McIntyre said that the railroads had 
done a magnificent job and that “we have not lost faith im 
their ability to take care of additional traffic.” He said no 
delays in army traffic had taken place at any time that might 
have had an adverse effect.on the war. He described the 
shift in traffic to the Pacific Coast that he said would follow 
“V-E” day in Europe, and said that the length of haul would 
increase, aS many camps, posts and other army installations 
were in the east, and would continue to be used. The witness 
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said he had no opinion as to the degree of satisfaction with 
reference to rail service to civilians. 


Burlington, Milwaukee, Etc. 


L. R. Capron, vice-president, traffic, Chicago, Burlington 
& Quincy Railroad, differed with Mr. Franklin’s estimate of a 
5 per cent drop in traffic in the west in 1945. He said the 
Burlington had estimated that its passenger business would be 
10 per cent off, and its freight business, 19 per cent. He pre- 
sented an exhibit showing the trend of the revenues of Class I 
railroads broken down by commodity groups. He said that, in 
1939, the railroads saw no reason why their traffic should go 
up and that he attributed most of the increase since then, 
amounting over all to 110.5 per cent, 1943 over 1939, to the 
war in Europe, United States’ defense efforts and our entry 
into a two-front war. He said 60 per cent of the total traffic 
in 1943 was a conservative estimate of the portion due to the 
war. 

E. W. Soergel, _ traffic manager for the trustees of 
the Milwaukee, and T. B. Duggan, on behalf of southwestern 
carriers, offered statements. They were accepted, subject to 
the right of cross-examination. R. J. Doss, vice-president, 
traffic, Atlantic Coast Line, said he estimated that gross freight 
revenues of his company would decline about 4 per cent in 
1944, 21 per cent in 1945, 31 per cent in 1946, and 41 per cent 
in 1947, as compared with 1943. As contributing causes, he 
cited the closing of training bases in the east, and the probable 
resumption of steamship line and motor truck services, with 
particular reference to the transportation of Florida citrus 
fruits, and vegetables. 


Short Lines 


J. P. Nye, secretary-treasurer of the American Short Line 
Railroad Association, commenting on an exhibit that he offered, 
said that, comparing the first six months of 1944 and of 1943, 
there had been no substantial changes in total operating rev- 
enues, freight revenues, passenger revenues, or switching rev- 
enues, but that total operating expenses and taxes had shown 
substantial increases. Net railway operating income for the 
short lines for the first six months of 1943 were $6,497,074, 
and for the same period in 1944, $5,212,618, a change of almost 
20 per cent, he said, adding that net incomes for the two 
periods, respectively, had been $4,469,156 and $3,180,000. The 
increase in total operating expenses in 1944 he laid to wage 
increases. The percentage of the revenue dollar for wages 
and salaries in 1941, he said, was 43.5; in 1042, 43; in 1943, 45.4. 
The latter figure, he said, reflected the results of the 1942 wage 
proceedings relating to short lines. For the first six months of 
1944, he said, the percentage had jumped to 49.8. He also cited 
increased material costs, which he said were 47 per cent greater 
in 1943 than in 1939, as contributing to the increase in oper- 
ating expenses. 


A. T. A. Research 


John C. McWilliams, director of the department of research 
of the American Trucking Associations, Inc., questioned by 
Roland Rice, general counsel for the A. T. A., said that motor 
carrier rates east of the Mississippi River were generally 
about 10 per cent higher than rail rates, and about 6 per cent 
higher west of the Mississippi. He said that, in 1943, the 
operating ratio for the country as a whole had increased to 
96 per cent in spite of the increased rates. In the first two 
quarters of 1944, he said, common carriers of general freight 
had an operating ratio of 96.3 and 96.8 per cent, respectively, 
comparing those with the 1941 figures of 92.8 and 91.3 per 
cent. His evidence was in support of the A. T. A. position that 
the railroads needed a large increase in less-than-carload rates. 

Referring to an exhibit, Mr. McWilliams said it developed 
the deficit incurred by less-than-carload traffic of Class I 
Steam railroads in 1943. He said that, in the proceeding in 
Ex Parte 148 in May, 1944, he had offered figures showing a 
1939 less-than-carload deficit of $72,747,099. In 1942 he said 
that the operating deficit was $108,990,776, both figures on 
the basis of apportioned operating expenses, rents, and taxes. 
In 1939 he said that the out-of-pocket costs as defined by Dr. 
Edwards of the Commission’s Bureau of Transport Statistics 
and Economics was $65,077,663. Applying the same proportion 
between those costs and the deficit in 1939 to the 1942 figures, 
he said out-of-pocket deficit for less-than-carload traffic in that 
year was $98,383.014. In 1943 the deficit, he said, was $157,- 
966,281, before an adjustment made necessary by the substan- 
tial increases in income taxes. 

Lieutenant-Colonel Thomas E. Sands, Jr., said that the 
Secretary of War was not taking a position either for or against 
the restoration or for or against the further suspension or can- 
Cellation of the increases. He said it was the position of the 
War Department that rates published by the respondent car- 
Miers in the emergency preceding the war and during the con- 
duct of the war, at the instance of the War Department, were 
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not on a lower level than the rates generally in effect on March 
17, 1942. He said, further, that “in any additional supplemen- 
tal report and order to be issued by the Commission in this 
proceeding, the effect of which will be further to suspend or 
to cancel the emergency rate increases, the rates heretofore 
referred to should not be excluded from the provisions of such 
order.” He said that the evidence he would offer would relate to 
the general basis on which the rates published by the carriers at 
the instance of the War Department had been established, de- 
tails surrounding the establishment of certain representative 
rates, and the continued refusal by the carriers (under the 
provisions of the Commission’s supplemental order of April 6, 
1943) to remove the application of the 6 per cent increase on 
such rates. Through his witness, Major G. R. Lyman, he of- 
fered an exhibit covering certain items on which the increases 
had been continued. 


Oo. P. A. Testimony 


The O. P. A. witness, James S. Earley, testified at length 
on exhibits submitted by the O. P. A.,, tracing price movement 
comparisons between world war I and the present war; traffic 
prospects for the remainder of the war and the transition to 
peace; and reconversion and post-war pricing policy. His ex- 
hibit included tables and charts showing railroad revenues, 
expenses and net income; passenger operations; maintenance; 
and the financial condition of the railroads. He said that the 
freight rate increases would be disturbing because they would 
raise costs and break the ceilings, which, he said, were already 
under heavy pressure, and that the restoration of the increases 
would provide a striking example of a reconversion pricing 
policy of making money at a low level of output. Cancellation 
of the freight rate increases, he added, would make the O. P. A. 
executives breathe more easily, and that the revocation of the 
aera fare increase would have a desirable psychological 
effect. 

He thought that 1945 traffic would hold up because of 
military demands and increased export shipments, as well as 
continued partial lack of other forms of transportation, and 
that he would expect considerably smaller decrease than an- 
ticipated by the rail witnesses. He said the ton-mile drop 
should not exceed 10 per cent, but that this was a prospect 
rather than an estimate, and that passenger business in 1945 
would have a small reduction, not exceeding 10 per cent, and 
probably not more than 5 per cent. As to the postwar years, 
he said he saw no reason why the railroads should not expect 
to get a proportion of the total traffic similar to that they had 
enjoyed before the war. 


Separate Hearing for Packers 


In order to expedite the proceeding, evidence for the pack- 
ing house industry and cattle raisers was introduced before 
Examiner Copenhafer separately from the main hearing. Com- 
missioner Betts of Arizona sat with the examiner. 

C. R. McNamee, director of the rate division of the Rail- 
road Commission of Texas, said the members of the Texas 
body took the position that continuation of the freight increases 
was not justified and that they should be “terminated.” He 
offered an exhibit, the purpose of which, he said, was to show 
that the operations of railroads in Texas, interstate and intra- 
state, had been favorable in 1942, 1943, and in the first six 
months of 1944. 

George M. Lewis, director of the department of marketing 
of the American Meat Institute, said that the packers could not 
absorb increased railroad freight rates because of ceiling prices 
fixed by the O. P. A. D. Gale Johnson, appearing for the state 
of Iowa, presented an exhibit that he said showed an increased 
rate of production of crops, 1937-1940 over 1921-1922, but a 
decreased rail tonnage of agricultural products. This, he said, 
showed that increased rates had caused diversion of traffic 
from the rails, and that further increased rates would result 
in further diversion. 

Charles E. Blaine presented an exhibit on behalf of a 
group of live stock and wool growers associations. He said that 
his position, and that of Charles E. Stewart, representing the 
Texas and Southeastern Cattle Raisers Association, and of Lee 
Quasey, representing the Live Stock Marketing Association, 
was that the increases now in suspension should be cancelled. 
He said that, if subsequent developments indicated that the 
carriers needed additional revenues, they should try to get 
them by reducing expenses, and by lowering rates in an at- 
tempt to attract more traffic, before filing an application for 
increased rates. 

Clair M. Roddewig, general counsel of the Office of De- 
fense Transportation, read a statement asking the Commission 
to consider carefully the effect of a reduction in passenger 
fares on the passenger transportation problem. He said the 
O. D. T. was of the opinion that a reduction in existing pas- 
senger fares would stimulate travel, and that any increase in 
travel would further complicate an already critical situation, 
making it more difficult to provide adequate transportation for 
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military and essential civilian travelers. A general reduction 
in rail passenger fares, he said, might well create the erroneous 
opinion that there was a surplus in rail passenger facilities and 
that the public should take advantage of the lower fares and 
travel more. 

Commissioner Aitchison announced that, because of the 
meeting planned by the Association of Interstate Commerce 
Commission Practitioners for Friday, October 27, the hearing 
would adjourn at noon on that day. 


N. I. T. L. For Suspension 


The executive committee of the National Industrial Traffic 
League, by a “substantial majority vote,” according to E. F. 
Lacey, executive secretary of the League, voted to ask for fur- 
ther suspension of the Ex Parte 148 freight rate increases for 
six months beyond the present expiration date of December 31. 
The committee, said Mr. Lacey, was opposed to permanent 
cancellation of the increases as asked by the state commissions. 
The position of the League would be explained in the argument 
in the present proceedings, said he. It was understood that the 
executive committee came to the conclusion after consideration 
of data presented to it, including information presented by rep- 
resentatives of the railroads. 


This action of the executive committee, it was pointed out, 
was in contrast to that taken by it in Chicago, January 14, 
1943, when it adopted a resolution, with no opposing vote, stat- 
ing that the committee had no objection to the continuation of 
all or such part of the Ex Parte 148 increases “as the Commis- 
sion may determine appropriate under present conditions to 
provide and maintain an efficient transportation system under 
private management.” This action followed adoption by the 
League itself at a special meeting in St. Louis, Mo., in January, 
1942, of a resolution in which the League declared that “in 
view of the emergency a general increase in rates, fares and 
charges be endorsed in principle as a temporary measure of 
such relief without expression as to the amount, method, and 
form thereof, believing that these matters should be left with 
the Interstate Commerce Commission to determine.” 


Post-War Trafiic Estimates 


In the study of post-war traffic levels, prepared by mem- 
bers of the staff of the Commission’s Bureau of Transport 
Economics and Statistics, and made public as information by 
the Commission before hearing and argument in reopened Ex 
Parte 148 (see Traffic World, Oct. 21), the bureau said it had 
made three estimates of national income level for 1947, 1948, 
and 1949, and that estimates of national income for the early 
post-war period were needed as a basis for the transportation 
statistics. 

The study was prepared by Spurgeon Bell, head transport 
economist, and L. E. Peabody, principal transport economist, 
with the assistance of Edward Kriz, associate transport eco- 
nomist. It bore the notation that it had not been considered or 
adopted by the Commission. It comprised 211 mimeographed 
pages and was divided into three parts: Part I, The Economic 
Background—National Income Estimates for the Post-War 
Years; Part II, The Estimated Volume of Transporation for the 
Chief Transport Agencies, 1947-1949; and Part III, The Analy- 
tical Development of Transportation Estimates for the Post- 
War Years. There were nine appendices. 

The three estimates of national income at 1939 prices, 
compared with the actual national income at 1939 prices in 
pre-war years, were as follows: 


(In billions of dollars—rounded) 


Actual National Income —Estimated National Income— 
1940 1941 1942- 








1939 1943 


Estimate 1947 1948 1949 

71 77 92 104 120 A 108 114 120 
B 103 107 110 

Cc 96 100 102 


In setting forth the post-war traffic estimates for the vari- 
ous transportation agencies (not including air transport), the 
bureau observed that the estimates A, B, and C were based on 
the correspondingly lettered estimates of national income. The 
traffic estimates were summarized as follows: 

(In billions of ton-miles) 
‘Ton-miles — actual Ton-miles — estimated———. 








1939 1940 1941 1942 1943 Estimate 1947 1948 1949 
792 872 1,004 1,021 1,106 A 1,060 1,109 1,158 
B 1,020 1,053 1,080 
Cc 969 1,003 1,021 


In part II of the study, the estimates of post-war freight 
traffic differed in being somewhat greater than the aforemen- 
tioned figures, and it was explained in the bureau that this 
resulted from the inclusion of non-revenue ton-miles of Class I 
railways. 

Part II of the study showed estimates of intercity railway 
traffic, and of intercity traffic by water, motor carriers and 
pipe lines. The buerau said that traffic under estimate A 
represented traffic at full employment; that under estimate C 
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traffic was in accord with estimates of a considerable number 
of industrialists; and that traffic under estimate B was related 
to national income and employment near 1941 levels, and was 
an intermediate between estimate C and estimate A. In its 
general comment on the study, the bureau said that 1947, 
1948, and 1949 were commonly regarded as the first, second, 
and third post-war years at the time the estimates were made, 
In other words, it said, it was assumed that the war with both 
Japan and Germany would be over by the end of 1946. It 
continued: 


It was believed by many that the Japanese war might be prolonged 
for about two years after the end of the war with Germany, although 
many now expect the additional time for the war with~Japan to end 
to be one year or less. If the war with Japan should last two years 
after 1944, conversion to peacetime production would have reached an 
advanced stage before its conclusion and the national income in the first 
post-war year might be expected to be higher than if it lasted only 
one year. In short, the estimates here given for 1947, 1948, and 1949 
would be somewhat too high for 1946, 1947, and 1948 if the latter should 
prove to be the first three post-war years. 


The bureau said it seemed likely that much of the rail 
passenger traffic of the war period would return to the private 
passenger car. Water-borne traffic, it said, might be expected 
to resume its pre-war position of importance once ships were 
freely available for allocation to domestic commerce. Trucks, 
both for hire and those of private registry, it added, would 
eucontinue to gain traffic at a faster rate than the older forms 
of transport. Competition from air transport in the immediate 
post-war years would not seem to be important, it said, as 
indicated in conclusions. expressed from a companion study. 
It said that no estimates had been included in the study for 
air transportation for a variety of reasons, not the least of 
which was the comparative lack of satisfactory data for the 
making of such estimates. A study of air transportation now 
in progress, it said, did not indicate that there would be any 
very serious air penetration of surface traffic in the immediate 
post-war period, nor that air transport would create a sub- 
stantial amount of new traffic in those years. 


Rail Traffic 
The bureau observed, with reference to revenue freight 
traffic of Class I railways, that the estimated ton-miles of those 
railways for the three years 1947, 1948, and 1949 were higher 
than in 1940; and that the estimated ton-miles were lower than 
in 1941. The estimates were summarized in the following table: 


TABLE 21—ESTIMATES OF POST-WAR RAILWAY FREIGHT TRAF- 
FIC COMPARED WITH TRAFFIC IN RECENT PRE-WAR YEARS 


Percentage Increase (++) or 
Decrease (—) 


Item Ton-Miles of Estimate from Ton-Miles in 

1947: (Billions) 1939 1940 1941 

2 a ar 433.5 +30.0 +16.2 —8.8 

> er err ere 458.1 +37.4 +22.7 —3.6 

a See ee eee 482.4 +44.6 +29.3 +1.5 
1948: 

MRMONO NS 6.6scS0eescceaieuias 447.6 +34.2 +19.9 —5.8 

je eee 472.0 +41.6 +26.5 —0.7 

MISE, 650655 Saisinnedieatacace 496.4 +48.9 +33.0 +4.5 
1949: 

MONS 5 os oicisdininddawaians 454.6 +36.4 +21.8 4.3 

IO sa.5i056 050 medarcioac 482.5 +44.7 +29.3 +1.6 

TURE AE ns n0.5's eiwsis ca saceere 517.5 +55.2 +38.7 +8.9 


As to rail revenue passenger traffic, for Class I, II, and Il 
railways, the bureau said the estimated passenger miles of 
those railways for the three years exceeded those of 1940, and, 
under certain of the national income estimates, exceeded those 
of 1941. An examination of a chart included in the study in- 
dicated a probable level of railway passenger traffic near, or 
slightly exceeding, the best years experienced in the 1929-1941 
period, the bureau said, and well above the lows of 1932 and 
1933. The passenger estimates were summarized in the follow- 
ing table: 

TABLE 22— ESTIMATES OF POST-WAR RAILWAY PASSENGER 
TRAFFIC COMPARED WITH TRAFFIC IN RECENT 
PRE-WAR YEARS 
Percentage Increase (+) or 
Decrease (—) of Esti- 


Item Passenger mate from Passenger-Miles in 
1947: (Billions) 1939 1940 1941 
8 errr rere 27.7 +22.0 +16.4 —5.8 
IIE TB dss a o's ais nese use 29.1 +28.2 +22.3 —1.0 
ML i 564cdecterccneas 30.4 +33.9 +27.7 +3.4 
1948: 
ar err ee 28.4 +25.1 +19.3 —3.4 
REE cnsrniree name easin 29.9 +31.7 +25.6 +1.7 
YS errr rer 31.1 +37.0 +30.7 +5.6 
1949: 
Sa ee 28.8 +26.9 +21.0 —2.0 
Sn Re esr 30.4 +33.9 +27.7 +3.4 
Es sins 5 0e. hniests 32.3 +42.3 +35.7 +-9.9 
The bureau referred to another study, made by Dr. Lewis 


C. Sorrell, of passenger transport in the United States, 1920- 
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1950, published in January, 1942, and observed that it had 
peen concluded that railway commutation service saw no 
recovery in the 1933-1940 period and that this service would 
pe at a permanently lower level in the future. It said that, 
with regard to railway coach service (normally over half of 
total railway passenger travel), Dr. Sorrell believed that the 
recovery since 1933 would indicate substantial gains in the 
1940-1950 decade. Streamliners, it said, had a time advantage 
over the highway motor vehicles on the longer runs and lower 
fares than air transport. It added that, although the recovery 
in rail Pullman service had been substantial from 1933 to 1937, 
it was less than the recovery in coach travel, and that there 
was a prospect of steady decline in Pullman service after 1945. 


Pipe Line Traffic 


As to oil and gas pipe line traffic, the study said that esti- 
mated ton-miles for 1947, 1948, and 1949 exceeded those of 1943, 
except those under estimates B and C for the year 1947. It 
added that it might be expected that these facilities would be 
used nearly to their capacities in the immediate post-war years. 
The estimated ton-miles under national income estimates B 
and C were very close to each other, it said, and that the ton- 
miles under estimate A were less than 10 per cent greater than 
those under estimates B and C. For the purposes of the study, 
the bureau said, it was assumed that the “Big Inch” line would 
be used for transportation of petroleum products after the 
end of the war period and that use of the “Little Inch” for 
such purposes was unlikely. It said that the questions of suf- 
ficient oil supply fully to utilize these lines were considered 
and that agreement among the major oil companies in the 
New York-Philadelphia area to use the “Big Inch” in the post- 
war period was also assumed. It said it seemed very likely 
that new pipe lines would be important contenders for traffic 
in the post-war transportation of crude oil and petroleum 
products, adding that, with respect to the “Big Inch,” opinions 
on the matter were far from unanimous. 

Some of the pipe lines that had been constructed since 
1940, it said, would be continued, and that others would be 
abandoned after the emergency, referring to an unpublished 
study made by a member of the bureau’s staff. The discussion 
of the Southeastern and Plantation pipe lines in that study, 
it said, concluded that their presence would reduce the volume 
of rail and tanker traffic considerably. It said that a com- 
parative study of the costs of transportation by tanker and 
by means of the “Big Inch” stated that operating costs a 
barrel favored the pipe line, but that the differential was 
smaiil, and should the pipe line operate at much below 
capacity, the rise in operating cost a barrel would soon wipe 
out the advantage. The future of transportation of oil through 
the “Big Inch” and the “Little Inch” depended heavily on 
govermental policy with respect to the future of those lines. 


Domestic Water Traffic 


The bureau said that estimated ton-miles of water-borne, 
domestic commerce for the three years exceeded those of the 
immediate pre-war years by moderate amounts. Such traffic 
had ben greatly depressed in the war years, it said, and that 
itnormally exhibited a greater degree of variability than that 
of other carriers. It observed that water-borne passenger 
traffic was but a small fraction of total passenger traffic and 
that much of this travel, aside from ferry travel, was on tramp 
steamers or by excursionists, whose trips were more or less 
erratic and unpredictable. 

“Since the United States will have, at the end of the war, 
the world’s greatest merchant fleet,” said the bureau, “it is 
assumed that domestic traffic by water will resume its pre-war 
competitive position.” 


Intercity Bus Traffic 


_ The bureau said that estimated passenger-miles by inter- 
city busses in the post-war years were well in excess of those 
In the decade beginning in 1930. It said that, assuming na- 
tional income estimate C (the businessman’s estimate), bus 
Passenger-miles in 1947 would be a little less than those of 
1941. Under estimate A (the full employment estimate), the 
increase in passenger-miles would be in nearly the same ratio 
to 1941 as that of private automobiles, it said. It added that 
a chart included in the study showed the very large growth 
In bus traffic with the war, and the probable loss of much of 
the traffic in the immediate post-war years. 


For-Hire Truck Traffic 


Estimated ton-miles of intercity, for-hire trucks, in 1947, 
under the most favorable post-war conditions with regard to 
national income were close to the 1941 level, said the bureau. 
It said it was not expected that the gains of the war period 
Could be completely held in the immediate post-war period. 
However, it said, ton-miles by for-hire trucks had shown con- 
sistent growth with the exception of one year, 1938, when 
general business had declined considerably, and that on the 
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basis of that record the estimates for the post-war period 
would seem conservative. Estimates for intercity, for-hire 
trucks were summarized as follows: 


TABLE 27—ESTIMATES OF POST-WAR TRAFFIC BY INTERCITY, 
FOR-HIRE TRUCKS COMPARED WITH TRAFFIC IN 
RECENT PRE-WAR YEARS 
Percentage Increase (+-) or 
Decrease (—) 


Item Ton-Miles of Estimate from Ton-Miles in 
1947: (Billions) 1939 1940 1941 
RIE, nino cacecacis scence 27.0 +31.7 +15.4 —12.9 
NN ois ese aiosdi a an 28.9 +41.0 +23.5 —6.8 
SS er 30.7 +49.8 +31.2 —1.0 
1948: 
SS a eee See 28.1 +37.1 +20.1 —9.4 
II Fs saie 0 sin wre oo By wore 29.9 +45.8 +27.8 —3.6 
> reer er 31.8 +55.1 +35.9 +2.6 
1949: 
MMI ES. is .u:n:4::010-0:0 0100 01s are 28.6 +39.5 +22.2 —7.8 
po ere 30.8 +50.2 +31.6 —0.6 
MN BF no bxionsanoengoses 33.4 +62.9 +42.7 +7.7 


The bureau observed that the technical processes involved 
in the traffic estimates were shown in detail in Part III of the 
study. The opening comments of that part of the study said 
that, despite changes due to the impact of the war, the post- 
war transportation plan would consist, in the mass, of facilities 
existent in the pre-war period or replacements thereof. 
Changes in railway mileage had been small, it said, and that 
totals of railway equipment were not far different from pre-war 
totals. It said that, even in the third year of war, seven-eighths 
of civilian passenger cars and 94 per cent of the nation’s trucks 
were still in use, owing in part to lowered annual mileage for 
much of this equipment. It said the result of the war had 
been a shifting in the means of transport and much more ~ 
intensive use of some forms of transport, with much greater 
totals of ton-miles and passenger-miles in the war period. 
Most of the shifts were transitory, it said, and that the pre- 
war period might be looked to mainly for guidance to the 
probabilities in the immediate future of transportation. 

The bureau said that changes in the national income at 
constant prices had an approximately constant relationship to 
changes in ton-miles of traffic. It said that, in general, traffic 
was so related to national income in 1935-1939 prices that when 
national income rose by one billion dollars, traffic rose by about 
6.6 billion ton-miles. It said that ton-miles a billion dollars of 
national income had increased over the period 1929-1941 at a 
rate exceeding the trend line shown in a chart in the study, and 
that this might be illustrated further by the fact that total 
purchasing power (i. e., national income in 1935-1939 dollars) 
was almost equal (approximately 100 billion dollars) in 1929 
and in 1941, but that total ton-miles were 817 and 1,004 bil- 
lions in the respective years. After discussing the rising 
demand for transportation even when there was no change in 
the national income, attributing that rise to the slow growth 
in population and increased efficiency of the transportation 
machine, the bureau said: 


It is evident from the preceding discussion that the demand for 
freight transportation by all types of carriers considered as a unit varies 
with the levels of national income; and that increases in the efficiency 
of the transportation machine, increases in population, et cetera, over 
the period from 1929 to 1941 resulted in increased transportation even 
when income levels were the same. 


Future Air Transport 


In a development of its remarks concerning air trans- 
portation, the bureau said that commercial aviation students 
and authorities varied widely in their estimates of the nature 
and volume of future air traffic, but that the majority did not 
believe that in the first few years after the war operating 
costs could be lowered sufficiently to enable the airlines to 
attract a large volume of traffic as measured hy the total 
traffic of all carriers even though large increases percentage- 
wise might be shown. It observed that pre-war air passenger 
traffic and air express moved at rates much higher than those 
of most corresponding rail and motor service, and that there 
seemed little possibility that, within the three years after the 
close of the war, passengers would travel by plane at appreci- 
ably less than present rates in Pullmans or that much .cargo 
could be flown from airport to airport at a ton-mile cost 
anywhere approaching those of surface carriers. In support 
of that point of view it cited high costs of operation; the fact 
that high speed in commercial aviation was frequently in- 
compatible with low cost; and the problem of airport loca- 
tion, which it said appeared unlikely to be solved in the im- 
mediate post-war period. It said there was little or no opinion 
that the helicopter would be of material aid in overcoming 
the locational handicap in the near future. 

Observing that these statements were based on available 
information as to the present financial and operational posi- 
tion of airline transportation and the technological status of 








1118 


the aircraft industry, the bureau said they made no allowances 
for any increases in public aids. If the rate of airmail pay- 
ments should be increased materially, it said, many carriers 
would probably be able to reduce passenger, express, or cargo 
rates, or both. This would be possible also, it said, if an 
extensive governmental program of airport construction and 
development should be undertaken or if the aircraft industry 
was to be assisted by other public aids either directly or in- 
directly. It observed that increases in airmail payments as 
well as government assistance in airport development were 
under consideration by Congress. It continued: 


Another potential development which may affect the immediate 
post-war situation more importantly than those referred to above is the 
contract carrier. If this type of air transport should continue without 
regulation, except for safety controls, as it is today, the immediate 
post-war period may witness a greater increase in air traffic volume and 
more disorder in commercial aviation than is otherwise to be anticipated. 
At present there appears to be no strong or concerted effort to secure 
additional regulation of this type of carrier. 


Domestic Transport Survey 


Noting that the intercity passenger carriers by rail, motor, 
and air were faced with a steadily growing passenger traffic 
demand, and that a further impact on western passenger media 
would be made as the nation’s military effort shifted to the 
Pacific, the transportation unit of the Commerce Department’s 
Bureau of Foreign and Domestic Commerce, in an _ industry 
report on domestic transportation, said that “the carriers may 
be taxed beyond capacity limits if the public does not continue 
to cooperate by avoiding unnecessary travel.” Earlier wartime 
reports by the transportation unit on domestic transportation 
. have been issued from time to time but have been designated 

as — for publication (see Traffic World, Sept. 23, 
p. ). , 

In a discussion of utilization of rail equipment, the trans- 
portation unit said that turn-around time in the early months 
of 1944 was materially lower than in 1943, “despite the increase 
in the average haul which has occurred in the past year,” and 
that “the number of gross ton-miles performed per train-hour 
by Class I roads was 4.9 per cent greater during the first seven 
months of this year than during the like period of 1943.” 

It said that in the first seven months of 1944, as compared 
with the same period of 1943, rail carloadings increased 4.1 per 
cent, the average length of haul increased 2 per cent, and the 
average load a car decreased 1.8 per cent. Explaining the de- 
crease in average load, it said that the ratio of 1.c.1 merchandise 
loadings to total loadings had, in general, followed an upward 
trend since July, 1943, and added: 


Although the statistical evidence is fragmentary, there are enough 
data upon which to base the tentative assumption that 1. c. 1. merchan- 
dise is moved a longer average distance than other classes of traffic as 
a whole. Combining this fact with the foregoing statement that l. c. 1. 
merchandise has in recent months constituted an increasing percentage 
of total traffic gives the basis for explaining the falling off in average 
load per car. The ratio used to measure average load—net ton-miles 
per loaded car-mile—is such that an increase in light-load long-haul 
traffic relative to total traffic causes a decrease in the ratio. As l. c. 1. 
merchandise rises in proportion to total traffic, therefore, ton-miles are 
decreased and car-miles increased. Average load per car, that is, net 
ton-miles per loaded car-mile, is thus necessarily reduced. 


The transportation unit said that current conditions pre- 
saged no failure on the part of the carriers to meet all demands 
and that, ‘‘on the contrary, there are assurances that the fall 
traffic peak will be passed without serious congestion on rail- 
road lines. The most severe limiting condition—manpower sup- 
ply—is not expected to alter this general conclusion.” 

Movement of ore on the Great Lakes had been substan- 
tially greater this year than last, the transportation unit ob- 
served. It said an excellent stock position was reported at lower 
lake docks and furnace yards, and that this accumulation of 
stocks had permitted withdrawal of Canadian-owned vessels 
from the ore trade. The combined movement of coal, grain 
and ore on the lakes in the 1944 season was higher up to Sep- 
tember 1 than the previous record established in 1942, it added. 

In river transportation, it continued, the outstanding de- 
velopment was the completion of the O.D.T.-sponsored boat-and- 
barge-building program. It said it had been estimated that 
the tank barge program added about four million barrels to 
the previously existing capacity. 

Air Service 


Return of planes to the airlines by the army had brought 
the total domestic airline fleet to 270 planes, but probably only 
about 228 of these were actually in operation, the transport 
unit said. It observed that since April 1, there had been added 
two air cargo services, “bringing to eight the number of mail- 
freight-express round trips, operated by 18 or 20 planes,” and 
that five new air passenger routes had been added. It stated 
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that in spite of the increasing equipment supply on domestj 
air lines, no diminution was evident in the demand for air se 
ice, and that there was no occasion to relax “the most intensiy 
utilization of equipment.” 

“As of October 1, 1944,” the transportation unit said, ‘‘co 
mercial airlines had on order approximately 125 planes at q 
estimated cost of $50 million. The orders include 55 Dougla 
DC-4’s, 50 Douglas DC-6’s, and 20 Curtiss-Wright CW-20'; 
which the airlines hope to have in operation in the fall of 1945: 


Air Cargo and Warehousing 


John H. Frederick, professor of transportation and indus 
try, University of Texas, speaking on “Air Cargo Transporta 
tion” at a meeting of the Southwest Warehouse and Transfer 
men’s Association, at Fort Worth October 24, said that the ris 
of air cargo transportation after the war would have some effeq 
on the country’s warehousing and storing practices. 

Estimates as to post-war air cargo rates ranged from 10 t 
30 cents a ton mile, he said. His own studies led him to believ: 
that, including pick-up and delivery, such rates would averag: 
40 cents a ton mile by 1946 and 30 cents a ton mile by 195( 
With specialized cargo planes, he added, the ton mile rate 
might well come down to 25 cents by 1948 and 20 cents by 195, 

The highest average surface ton mile rate, he said, was that 
for railway express, 10:25 cents, so it was reasonable to say 
that warehousemen might be affected in their operations to the 
extent that their in and out movements now took place by 
express. Ninety per cent of the tonnage handled by merchar- 
dise warehousemen did not “possess the characteristics which 
cause them to move by railway express today, and so will he 
unlikely to move by air cargo for some time to come,” said he. 
Air transportation of cargo, however, he said, would eventually Tt 
change methods of marketing because it could reduce the carrier 
“time lag between the depletion of a dealer’s stock and the 


receipt of replacements from the factory.” Spot stocks, he said _s 
might be eliminated entirely in many instances and, where they PC 
were retained, the number of points at which they were heli joutes 
would be reduced. potent 
There would, however, he said, be no immediate radical ness | 
changes in the location of warehouses. They would “still have from - 
to be located where railroad sidings are obtainable, although, § that 1 
in the future, in the large cities, they would “also be located at panki 
airports.” the ce 
It was possible, he said, that the increasing use of air cargo] jin the 
transportation would increase the use of field warehousing, “as gig 
more shipments could be made direct from plants to effective hic ¢ 
points of consumption, and producers would still need financing §  pette 
between the time goods were made and sold.” The 1 
Cold storage warehouses might eventually feel the change, the “ 
he said, because air’ cargo services might “change marketing § mail 
practices for many perishables,” although it was not anticipated § to 
that they would “move in very great volume at the rates indi- J yeyey 
cated for the immediate postwar years.” year. 
Of all warehousemen, those handling household goods§° , 
would be the least affected, said he, because the owner of § in th 
household goods considered them a storage and transportation § noun 
liability and would “always seek the cheapest means of trans- §  seadi 
portation consistent with convenience and safety.” It would be § the | 
a long time, he said, before anything for household goods trans- steel 
portation would be developed “‘to equal the door-to-door service §  befo 
of the motor truck.” pani 
TRUCK-AIR HOUSEHOLD GOODS TRANSPORT 
The Bekins Van and Storage Company, Los Angeles, Cal., Inc 
is investigating the possibilities for post-war use of an inter- inqu 
changeable truck-trailer and airplane cargo fuselage for com- said 
bined highway-air transportation of household goods. The pro- traf 
posal is being studied by the Van Tuyl Engineering Company, eral 
which has projected a vehicle in which household goods could § 4... 


be loaded at the shipper’s door and drawn by a truck-tractor to nel. 
the airport, there to be attached to an airplane consisting merely to 1 
of wings, power plant and cockpit. The wheels of the trailer tra 
would serve as the landing gear of the airplane. The engineers emy 
say that “from the standpoint of speed and cost of operation, hac 
by virtue of its freedom from the need for competition with 

high-speed super-airliners, the trailer carrying aircraft, operat- ine 
ing at relatively low speeds, would require only a fraction of tak 
the power required for airliners, despite the fact that trailer bit 
length limitations and the demand for a practically rectangular sta 
section obviously preclude the possibility of any greater degree 


of streamlining.” i 

Weight and length truck limitations; uncertainty of action St 
on applications by the Civil Aeronautics Board; trucker lack of o 
experience in air operations; costs of transfering the trailer to He 
the airplane and other factors are enumerated as difficulties t0 ro 
be overcome before the plan may be expected to come into 


ac 
general use. 
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October 28, 1944 


North Atlantic Air Routes 


John E. Slater, executive vice president of American Ex- 
port Airlines, Inc., presently the holder of a temporary permit 
for trans-Atlantic air service to Europe, testifying in support 
of the application of that company for a permanent certificate 
for foreign air routes across the north Atlantic as hearings 
by Examiners Thomas Wrenn and Ferdinand D. Moran of the 
Civil Aeronautics Board, on applications of eleven companies 
embraced in “Docket No. 855 et al., the North Atlantic Cases,” 
remained in progress (see Traffic World, Oct. 21, p. 1047), 
declared that he felt that American Export was in a “preferred 
position” among the various applicants because of the expe- 
rience it had had in trans-Atlantic air operations. 

American Export proposed trans-Atlantic fares based on 
7% cents a passenger mile, he said. He discussed, in the course 
of his testimony, the operations of American Export Lines, the 
steamship company by which American Export Airlines was 
established (see Traffic World, Nov. 20, 1943, p. 1271). John 
C. Gardiner, executive assistant of American Export Airlines, 
testified about costs of the proposed extension of foreign air 
services by that company. Durston G. Richardson, vice presi- 
dent in charge of operations of Export Airlines, observed that 
the only other carrier operating seaplanes at present was Pan 
American Airways. Export Airlines, he said, proposed opera- 
tion of both “sit-up” and “sleeper” planes. John N. MacGowan, 
assistant to the vice president in charge of traffic and opera- 
tions of Export Airlines, outlined, in his testimony, what he 
regarded as bright prospects for air carrier business in the 
Orient, in Europe and in the Middle East. 


Claims of P. C. A. President 


The public interest could best be served by a domestic 
carrier in overseas routes, C. Bedell Monro, president of Penn- 
sylvania-Central Airlines, asserted as he appeared as a wit- 
ness at the hearing. He said that a domestic carrier, such as 
P, Cc. A., was in position to give better service on foreign air 
routes because it had “various pipelines leading to the well of 
potential traffic. Eighty per cent of the international air busi- 
ness originated in this country, he said, would be derived 
from the territory east of the Mississippi River. He contended 
that P. C. A. would be able to serve more cities of industrial, 
banking and manufacturing character in the eastern part of 
the country than any other carrier seeking foreign air rights 
in the instant proceeding. Trans-Atlantic fares of P. C. A., he 
said, would average 5% cents a passenger mile. He stated that 
his company would use DC-4 planes, with a guarantee that 
better planes would be used as soon as they became available. 
The routes via Paris to Calcutta, via London to Cairo, and via 
the “low countries” to Moscow would show a fair profit without 
mail pay, but that would not be true of the proposed route 
to Moscow via Iceland, he believed. He said that P. C. A. 
revenues now amounted to seven or eight million dollars a 
year. 

Asked, in cross-examination, why P. C. A. was not pressing, 
in this proceeding, the “seadrome application” that it had an- 
nounced in 1943, Mr. Monro said that P. C. A. was not in the 
seadrome business, that its proposal had been merely to rent 
the seadrome facilities, and that, because of restrictions on 
steel and other materials, three or four years might elapse 
before the seadromes could be built. He said several com- 
panies had plans to build them. 


T. W. A. Foreign Agreements 


Jack Frye, president of Transcontinental & Western Air, 
Inc, told the examiners that T. W. A. had made extensive 
inquiries in foreign countries about air traffic potentials. He 
said that, in 1939, T. W. A. had made “traffic agreements, 
traffic exchange agreements and agency agreements with sev- 
eral European airlines,” and had also made arrangements with 
them for exchanges of traffic personnel and technical person- 
nel.” He named several T. W. A. officials who had made trips 
to various parts of the world to study air traffic and foreign 
trade prospects, and said that T. W. A. in 1940 had started to 
employ personnel who had business experience abroad and 
had acquired over 20 individuals with such experience. 

The development of the large, four-motored transport plane 
known as the Constellation, begun in 1939, was the first step 
taken by T. W. A. in the direction of carrying out its am- 
bitions to engage in foreign air service, Mr. Frye testified. He 
Stated that these planes, now dedicated to army service, had 
a crusing range of 4,000 miles. Until they became available 
or use by T. W. A. in its commercial service, use of Boeing 
Stratoliners was proposed, he said. He observed that T. W. A. 
how had an interest in TACA, South American air carrier. 
He stated that a T. W. A. crew had flown President Roosevelt 
to Teheran and return, having been “temporarily called to 
active duty and released after it was over.” 
















































































Tt. W. A. was asking for the right to serve “generating 


1119 








areas,” rather than specific points in foreign countries, said 
Mr. Frye. Its proposal, he said, would connect Washington, 
D. C., with 23 other national capitals. He stated that T. W. A. 
was seeking the routes here considered as part of an around- 
the-world service that it contemplated, and, after expressing 
the belief that two around-the-world routes would be operated 
by U. S. flag air carriers, he said, in answer to a question, 
re thought Pan American Airways would “go around the 
world.” 

“T,. W. A. has, as part of its war record, made more cross- 
ings of the north Atlantic than any other carrier, foreign or 
domestic,” he said. 

Guaranteed delivery in five days on a deferred freight serv- 
ice across the Atlantic to European points, at “very low” rates, 
was proposed by T. W. A., he said. 

“It is possible, where you are competing with a relatively 
slow form of transport, to perhaps offload that kind of cargo 
several times over a period of four or five days and still deliver 
it quicker than surface transportation could,” Mr. Frye said. 

He said T. W. A. planned to cooperate with the shipping 
lines and that, in the past, it had had “pleasant relationships” 
with such lines. He indicated that the cooperation proposed 
would relate to instances in which passengers desired to go one 
way by air and one way by steamship. 

C. L. Gallo, executive assistant of T. W. A., testified that 
T. W. A. proposed establishment of a basic rate of 5.5 cents a 
passenger mile for service between the United States and Cal- 
cutta, India. He said four flights a day to London, two flights 
a day thence to Cairo via Paris, and one flight a day from Cairo 
to Calcutta were contemplated in the T. W. A. application. 


Plan of Pan American 


In a press conference in Washington late October 25, John 
C. Leslie, division manager of the Atlantic division of Pan 
American Airways, Inc., distributed some of the exhibits pre- 
pared by that company as its evidence in the hearing on the 
north Atlantic air routes and announced that Pan American 
proposed to transport passengers between New York and Lon- 
don, in “a postwar year,” for fares as low as $148, with fares 
to other European destinations and to Calcutta proportionately 
low. The present fare from New York City to London, he said, 
was $572. The postwar proposal envisioned that the New York- 
London trip would be made in 13 hours and 40 minutes, as 
against per-war flying time of 26 hours and 30 minutes, he said. 
He explained that Pan American Airways now had permanent 
certificates for a route between New York and Lisbon, Portugal, 
and thence to Marseilles, France, via the Azores, with one in- 
direct route going via Bermuda en route to the Azores; for a 
route between New York City and London via Newfoundland 
and Foynes, Eire, and for a route between Lisbon and London. 
The Pan American application now considered at the C. A. B. 
hearing, he said, was for extension of the routes from London 
to Moscow via Berlin, from London to Calcutta via Paris, Rome, 
Athens, Cairo, Basra and Karachi, from Lisbon to Moscow via 
Paris and Berlin, and from Marseilles to Rome. It was also pro- 
posed, he said, to serve Chicago, Detroit, Baltimore, Boston and 
Montreal as origin points in North America for the trans-Atlan- 
tic routes. 

As to trans-Atlantic cargo service, he said that under Pan 
American’s proposed class rate structure, comprising three 
classes, the rate from New York to London would be 50 cents a 
pound on first class, 34 cents a pound on second class, and 24 
cents a pound on third class. Total tonnage of 5,700 tons a year 
of air cargo for trans-Atlantic service was indicated, of which 
75 per cent would be eastbound and 25 per cent westbound, he 
said. He stated that a proposal for a foreign air mail rate of 
10 cents a half ounce for first class mail to any point in the 
world was being developed by Pan American, for submission 
to the Postmaster General. Pan American had not yet proposed 
a “real deferred freight service,” he said, but, he added, it was 
possible that second class air freight might not be accorded as 
fast service as first class. 


Chicago Delegation’s Plea 


A Chicago delegation, headed by Mayor Kelly, has called 
on Chairman Pogue, of the C. A. B., to press claims of Chicago 
for recognition as an international air terminal after the war. 
The group also called on Herbert Gaston, Undersecretary of the 
Treasury, who, it was said, assured the group that facilities 
necessary for a port of entry, such as customs offices, public 
health inspectors and Department of Agriculture inspectors, 
would be provided at Chicago if that city became a postwar air 
terminal. Chairman Pogue advised the delegation that applica- 
tions of air carriers proposing to serve Chicago on international 
air routes they sought were still in the “pending” or “hearing” 
stages and that the board could not yet decide what Chicago’s 
status in the postwar international air transport picture would 
be. 

Mayor Kelly submitted to Chairman Pogue a compilation 








































































































































































1120 





of data designed to show that Chicago, as a commercial center, 
was entitled to obtain direct international air services. In a 
letter that he left with Chairman Pogue, he said that the Chi- 
cago delegation was not appearing on behalf of any individual 
applicant for international air rights, but to urge on the C. A. 
B. that it accord full consideration to the industrially strategic 
position of Chicago. He said that all air lines now using the 
Chicago municipal airport desired to operate beyond conti- 
nental United States and that each was an applicant for foreign 
air routes. He asserted that Chicago was closer to Russia, Asia 
and various other areas in the eastern hemisphere than New 
York City was, and he described Chicago as being in the center 
of air transportation of the United States. 


Army-Navy Air Transport Use 


President Roosevelt has issued an executive order authoriz- 
ing and directing the Secretary of War and the Secretary of 
the Navy “to permit transportation of non-military and non- 
naval passengers and cargo on army air transports and navy 
air transports operating over foreign routes” provided: 


(a) That the transportation is certified by the War Department or 
the Navy Department as being in the national interest because it will 
contribute directly or indirectly to the war effort, or by the State 
Department, or the War or Navy Department acting for the State 
Department, as being in the national interest because it will similarly 
contribute (i) to relief or rehabilitation activities in areas affected by 
the war, or (ii) to the resumption of economic or other activities, 


disrupted by the war, that are necessary for the prompt reestablishment 
of peacetime conditions. 


(b) That the transportation is certified as being of such importance 
as to justify travel by air. 


The order provides that a reasonable charge (not less than 
the current commercial rates, if any, in tariffs on file with the 
Civil Aeronautics Board, for transportation and accommoda- 
tions of a comparable nature between corresponding points) 
shall be made for the transportation authorized by the order. 

The order further provides that no traffic other than mili- 
tary or naval traffic or traffic certified by the War Department 
or the Navy Department as contributing directly or indirectly 
to the war effort shall be carried “if it can reasonably be 
handled by a United States civil air carrier, and all such traffic 
for which a charge is made, other than such traffic so certified 
as contributing to the war effort and lend-lease traffic, shall be 
terminated one year from the date of this order (October 25, 
1944), or earlier on any given route if the Civil Aeronautics 
Board certifies that in its opinion commercial services of United 
States civil air carriers adequate to handle such traffic are in 
operation on such route.” 


The President said in the order that at the present stage 
of the war there was a steadily increasing emergency need for 
air transportation to, within, and between war theaters and 
foreign countries for official and civilian travel on missions 
important in the winning of the war, in relief and rehabilitation 
activities, and in speeding a return of peace conditions and that 
this need “cannot adequately be met at the present time by civil 
air carriers.” Air transport needs of the armed forces of the 
United States and of the United Nations for the war effort 
“shall at all times have priority over non-military and non- 
naval needs for air transportation,” says the order. 






AIR TRAFFIC CONTROL PLANS 

The problem of controlling future air traffic was not one 
of insurmountable magnitude, but it was necessary that definite 
steps be taken to meet it, said Glen A. Gilbert, chief of the air 
traffic control division of the Civil Aeronautics Administration, 
in an address at a meeting of the Institute of Aeronautical 
Sciences, in Washington. 

Plans of the C. A. A., he said, would, when completed, 
afford immediate and substantial improvement in control of air 
traffic for ‘“‘the next few years.” He said its program included: 
(1) Decentralization in the present concept of air control, 
known as approach control; (2) an automatic flight data com- 
munications and posting system capable of handling a large 
amount of flight data; (3) improved air-ground radio com- 
munication channels utilizing very high frequency facilities, and 
£4) improved navigational facilities using very high frequencies. 

“During the relatively few years that this program will 
suffice,” he continued, “developments must be perfected to 
provide further improvement in the air traffic control system 
by the end of this period. Two developments in this category 
which are a ‘must’ are a collision warning device for installa- 
tion in aircraft and a scanning screen for installation in airport 
control towers. Additional developments . . . include automatic 
aircraft position reporting facilities. . . . Following a successful 
completion of these developments, changes in procedures and 
regulations are anticipated which will result in shifting the 





emphasis of air traffic control from the prevention of collision 
between individual aircraft to the maintenance of efficiency 
in the flow of air traffic.” 


PAN AMERICAN CLIPPERS 

Donald W. Douglas, president, Douglas Aircraft Company, 
has announced that engineering work has been completed on a 
giant, substratosphere clipper airplane, 26 of which will be 
built for Pan American World Airways as soon as the progress 
of the war and manpower priorities permit. The new airplane, 
designated the DC-7, will cost over $1,500,000 each, will carry 
108 passengers and a crew of 13, and will fly 300 miles an hour 
at an altitude of 20,000 feet. Pan American plans to use the 
new airplanes in services between New York, Miami and New 
Orleans, on the one hand, and Latin America, on the other, 
and between Los Angeles and San Francisco, and Hawaii. The 
New York-Buenos Aires flight will be scheduled for 22 hours 
and the west coast-Hawaii flight for eight hours. Fares are 
expected to be as low as 3% cents a mile, according to Mr. 
Douglas. 





AIRLINE REVENUE 


Net operating revenue of the 18 domestic air carriers, in- 
cluding All American Aviation, Inc., and Hawaiian Airlines, 
aggregated $4,454,984 in July, exceeding the total for July. 1943, 
by $1,056,253, according to the Civil Aeronautics Board. 

The board said that operating revenues of the airlines in 
July totaled $14,631,420, comprising $10,820,942 in passenger 
revenue, $2,859.999 in mail revenue, $727,409 from express and 
freight, and $223,070 from “all other” sources, as against a 
total of $11,195,130 for July, 1943, comprising $8,040,953 in 
passenger revenue, $2,019,377 from mail, $841,620 from express 
and freight, and $293,180 from “all other” sources. Operating 
expenses, said the board, totaled $10,176,436 in July this year, 
as against $7,796,399 in July of last year. 

For the year ended July 31, the board reported, the net 
operating revenue for all domestic airlines was $27,880,919 as 
against $30,604,894 for the year ended July. 31, 1943. It noted 
that express and freight revenues showed a decrease from 
$8,612,757 to $7,652,598. 


t 





“SUPER-FUEL” FOR PLANES 


Deputy Petroleum Administrator Ralph K. Davies has an- 
nounced that a “super-fuel” for planes operating from navy “flat 
tops” and for such planes as the B-29 is ready for armed forces 
of the United Nations “as soon as the military authorities give 
the green light.” The new fuel, compared with the 100-octane 
aviation gasoline now in use, he said, would give planes greater 
cruising range and greater ‘“full-throttle’” performance. 

“This month, for the first time since the war began,” he 
added, “our production of 100-octane gasoline will exceed re- 
quirements for both combat and training purposes. .. . The 
‘super-fuel’ quality can be produced only by lowering the over- 
all quantity of aviation fuel manufactured, but all indications 
are that this will prove possible... .” 

He cautioned against the idea that any reduced requirement 
for aviation gasoline after victory against Germany would pro- 
duce unlimited gasoline for the civilian motorist, but said that 
when any substantial reduction in the military demand did 
occur, civilian restrictions would be eased “to the fullest extent 
physically possible.” 


AIR ROUTES TO LATIN AMERICA 


The Civil Aeronautics Board, by an order in Docket No. 
525 et al., the Latin American Cases, has granted a motion by 
the United Fruit Co., one of the applicants for air rights in 
the Caribbean area in that proceeding, to withhold from pub- 
lication an exhibit submitted by the Justice Department and 
identified as ‘“‘statement of consolidated income of the United 
Fruit Co. and subsidiaries for the fiscal years 1939 to 1941 
inclusive” (see Traffic World, Sept. 30, p. 839). The board, in 
its order, said that the exhibit contained “information, the 
publication of which would adversely affect the interests of the 
applicant and is not required in the interest of the public.” 


PACIFIC AIR ROUTES CASE 


By a supplemental order of consolidation in “Docket No. 
547 et al., the Pacific Case,” the Civil Aeronautics Board has 
added the applications of Alaska Airlines, Inc., in No. 1643 and 
1644, Francis L. Duncan in No. 1641, Western Air Lines, Inc., 
in Nos. 1627 and 1628, and part of an application of Pan Amer- 
ican Airways, Inc., in No. 1535, seeking amendment of its cer- 
tificate with respect to air transportation between the United 
States and Alaska, to various other applications previously 
consolidated into one proceeding for public hearing. The hear- 
ing is to begin January 10, 1945. 
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Air Certificate Applications 


American Airlines, Inc., of New York City, in an aplica- 
tion docketed as No. 1660, has asked the Civil Aeronautics 
Board for a certificate authorizing operation by the applicant 
over a route between Cleveland, O., and St. Louis, Mo., via In- 
dianapolis, Ind., in transportations of persons, property and 
mail. f 

Penn-Ohio Coach Lines Co., of Youngstown, O., in No. 1658, 
has asked the C. A. B. for authority to operate over six air 
routes, in transportation of persons, mail, baggage and light 
express. The applicant says it now operates about 500,000 miles 
a month in motor bus service on highways paralleling most of 
the air routes sought, that it proposes to integrate its airplane 
and bus operations, and that it proposes to use helicopters or 
similar aircraft in its air operations. The routes for which it 
applies are between Cleveland, on the one hand, and, on the 
other, Parkersburg and Wheeling, W. Va., and Pittsburgh, Pa., 
between Youngstown and Wheeling, between Wadsworth, O., 
and Sharon, Pa., and between Youngstown and Columbus, O. 

Other new applications filed with the C. A. B. are the fol- 
lowing: 






















No. 1655, South East Airlines, Inc., Gastonia, N. C.; scheduled trans- 
portation of persons, property and mail by conventional aircraft and 
mail and express by pickup method, over routes between Charlotte, 
N. C., on the one hand, and, on the other, Charleston, S. C., Wilmington 
and Morehead City-Beaufort, N. C., and Norfolk and Richmond, Va., 
between Norfolk and Charleston, and over a circle route beginning and 
ending in Charlotte, serving designated points in N: C., S. C., and 
Tenn., and Ga. 

No. 1656, John B. Sutton, Jr., Pittsburgh, Pa.; scheduled trans- 
portation of persons, property and mail over routes between Pittsburgh, 
on the one hand, and, on the other, Toledo, O., and New York City, 
and between Syracuse, N. Y., and Atlantic City, N. J. 

No. 1659, Oklahoma Airways, Inc., and Moss Patterson; transporta- 
tion of persons, property and mail over circle route beginning and 
ending in Oklahoma City, Okla., and serving points in the Oklahoma 
City trade area. The application identifies Mr. Patterson as general 
manager of Southwestern Trailways of Oklahoma City and as president 
of Mid-Continent Coaches, Inc., of Enid, Okla., and says those two 
companies are motor carriers of passengers. 


























By an order, the C. A. B. has assigned docket number 1657 
to that part of the application of Page Airways, Inc., of Roches- 
ter, N. Y., in No. 674, proposing air services between Rochester, 
on the one hand, and Buffalo, Oswego, and Albany-Troy, N. Y., 
between Elmira-Corning, N. Y., and New York City, and be- 
tween Albany and New York City. 










Dewey on Rail Labor 


Speaking at Pittsburgh on October 20, Governor Dewey, 
Republican candidate for the presidency, said that “the grasp- 
ing hand of one-man rule reached in and set itself above the 
law” in the handling of the threatened strike of railroad 
workers last year. Mr. Dewey said that “Mr. Roosevelt’s Eco- 
nomic Stabilization Director Vinson completely destroyed the 
effectiveness of the railway labor act by setting aside the rec- 
ommendations of the Mediation Board for an increase of 8 cents 
an hour.’”’ Referring to the vote of the railroad workers to walk 
out, if necessary, he continued: 















For six months last year, while uncertainty and tension increased, 
Mr. Roosevelt did nothing but wage a war of nerves against the railway 
Workers. Finally he decided the stage was set for making political 
capital. He called the union leaders to the White House. They met 
there four times. Mr. Roosevelt demanded that he, instead of the legally- 
established mediation board, be selected as the final arbitrator. Three 
presidents of the railway brotherhoods declared, and I quote: ‘‘The 
whole thing had all the earmarks of a political set-up.’’ 











Mr. Dewey said that the President had finally seized the 
tailroads “to forestall a national disaster which he himself had 
prepared. After he did that, he graciously gave the very wage 
increase to which the railway workers had been entitled for 
over a year.” He quoted the three brotherhood leaders as 
saying that “the trouble was that the administration was not 
content to follow the law,” and that they were convinced that 
‘ifthe administration had kept its hands off and had permitted 
the rail unions to proceed under the railway labor act, we 
could have reached a satisfactory settlement with our employers 
without stopping work for a single day and without causing 
the slightest bitterness.” 

_ Mr. Dewey said that political power was not the only profit 
In the case. He said that there was “political cash, too—for 
one of the New Deal city bosses.” He said that the railroad 
brotherhoods had to be represented by special legal counsel 

Cause the proceedings were obviously “of a very special 
sort.” He said that, “with legal process out the window by 
act of Mr. Roosevelt,” the railroad workers had been forced 
‘0 hire someone “who knew his way up the backstairs of the 
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White House.” He said that the brotherhoods had had to hire 
“Mr. Roosevelt’s third-term national chairman—that eminent 
authority in Belgian paving blocks. Boss Flynn of the Bronx. 
..-’ He said that the price of Mr. Flynn’s services for the 
railroad workers had been $25,000. 

Mr. Dewey said that improved labor relations and ad- 
vances for the working people had come only with good times, 
after World War I, and that labor leaders had joined with a 
Republican Congress to help a Republican administration set 
up the railway labor act which, he said, was today still the 
model law in employer-employe relations. 


K. L. M. TEMPORARY AIR PERMIT 
The Civil Aeronautics Board, by an order designated as its 
serial No. 3216, has extended for a period of three months 
from October 31 the temporary permit originally granted May 
1, 1943, to the Royal Dutch Air Lines (K, L. M.), authorizing 
operation over a route between Miami, Fla., and Curacao. 


INTERNATIONAL AIR CONFERENCE 


The New Zealand legation, in Washington, has announced 
that Daniel G. Sullivan, minister of supply and munitions in 
the New Zealand war cabinet, will head the New Zealand dele- 
gation to the international civil aviation conference to begin 
November 1 in Chicago. It said other members of the New 
Zealand delegation to the conference, who arrived on the west 
coast October 19, would be Air Commodore Arthur de T. 
Nevill, Foss Shanahan, assistant secretary of the New Zealand 
war cabinet, and Wing Commander J. M. Buckeridge. 


Oo. D. T. TRUCK LINE OPERATION 


The Office of Defense Transportation has announced the 
release from government possession and control of the Cassell 
Transfer & Storage, of Wichita, Kan., after it had complied 
fully with orders of the National War Labor Board. This was 
the eighth line, of the 103 midwest trucking concerns taken 
over by the O. D. T. following refusal of the operators to put 
into effect a board order requiring increased pay for employes, 
to be released to private operation. 


WOMEN IN TRANSPORTATION 


The Office of Defense Transportation has announced pub- 
lication of a pamphlet entitled, “Practical Hints for Employers 
of Women, With Special Reference to Transportation.” Pre- 
pared by Dorothy Sells and Cornelia Edge, chief and assistant 
chief, respectively, of the personnel supply section in O. D. T.’s 
division of transport personnel, the pamphlet is a compilation 
of the experience of a large number of transportation companies 
that have employed women on a considerable scale due to war- 
time conditions, says the O. D. T., adding: 


Some of the subjects considered are: Methods of securing female 
labor; do’s and don’ts for supervisors of women and for women em- 
ployes; selection, training and placement of women employes; basic 
differences between men and women to be considered in employing 
women, and related subjects. 


The pamphlet is designed to be of service to other companies who 
employ, or plan to employ female personnel. Copies may be obtained 
without charge from the Office of Defense Transportation. 


O. D. T. LOCAL TRANSPORT ACTION 


The Office of Defense Transportation has advised the Chi- 
cago Surface Lines that it will approve promptly orders placed 
by the lines for the manufacture of sufficient busses to restore 
service on the Kimball, Kimball-Homan and Ogden Avenue 
routes in that city. The O. D. T. said that service on those routes 
had been suspended by special order O. D. T. LB-4, Revised, 
effective January 12, 1943, at which time, it said, no new busses 
were being manufactured. 


O. D. T. TAXICAB INVESTIGATION 


Taxicab operations in Springfield, Ill., particularly the 
manner in which wartime conservation measures are being ob- 
served, will be investigated by C. B. Caldwell, chief of the 
taxicab section of the Office of Defense Transportation’s high- 
way transport department, Guy A. Richardson, O. D. T. assis- 
tant director, has announced. The O. D. T. said the decision 
to investigate taxicab operations in the Illinois city was taken 
following a report made in Washington, D. C., by Earl T. 
Amrine, the local O. D. T. district manager, that Springfield 
taxicabs were being operated at excessive speeds so that scarce 
equipment and tires were being abused and that vehicles were 
being worn out and headed for the scrap heap long before 
attaining the full mileage built into such facilities. His state- 
ments were corroborated by letters and expressions of opinion 
from Springfield O. P. A. officials, business men, taxicab oper- 
ators and citizens, said the O. D. T. 

The O. D. T. has announced that taxicab operations in 
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Springfield, Ill., particularly the manner in which war-time 


conservation measures were being observed, would be investi- 
gated. 


A. T. A. Committee Action 


Among resolutions adopted by the executive committee of 
American Trucking Associations, Inc., in a meeting in Washing- 
ton, was one calling for discontinuance “forthwith” of the traffic 
and vehicle registration program sponsored by the Office of De- 
fense Transportation, according to information from the A. T. A. 
The committee, it was stated, took the position that results did 
not justify the outlays of manpower and money involved in that 
program. 

The A. T. A. said its executive committee approved “for 
present-day use” the standards of vehicle sizes and weights rec- 
ommended by the National Interregional Highway Committee 
in its report to Congress (see Traffic World, Jan. 15, p. 171), 
and that the A. T. A. committee suggested a set of more liberal 
size and weight specifications as a basis for highway construc- 
tion in the future. The size and weight recommendations of the 
National Interregional Highway Committee, it said, were: 


Width, 96 inches; height, 12% feet; length—single vehicle, 35 feet; 
tractor semi-trailer, 50 feet, and other combinations, 60 feet; axle load 
on pneumatic tires, 18,000 pounds. 


The size and weight basis proposed by the committee for 
the future called for an over-all width of 102 inches (body width, 
96 inches), a height of 13% feet, and lengths as follows: single 
vehicle, 40 feet; tractor semi-trailer combinations, 50 feet; other 
combinations, 65 feet; axle load, 18,000 pounds on high-pressure 
tires, 20,000 pounds on balloon tires. 


I. C. C. Appointments, Labor Relations 


Also adopted by the executive committee was a resolution 
urging the President to consider the trucking industry in making 
appointments to the Interstate Commerce Commission. Another 
resolution called for closer liaison between motor freight opera- 
tors and organized labor. It was decided, the A. T. A. said, to 
appoint an A. T. A. committee on a geographical basis to meet 
with some similar group or groups representing unions, for dis- 
cussion of matters of mutual interest in the preservation and 
promotion of the trucking industry. 

The executive committee directed the A. T. A. staff to un- 
dertake a study of all types of motor carrier and railroad taxes 
and fees, with a view to determination of the effect of such taxes 
and fees as barriers to interstate commerce. 

One of the committee’s resolution urged the Office of De- 
fense Transportation, the Office of Price Administration, and the 
War Production Board’s rubber director to speed efforts to obtain 
a more adequate supply and better distribution of truck tires, 
and another resolution demanded that the O. P. A. act immedi- 
ately to prevent inflation in truck tire prices by abolishing what 
the A. T. A. described as the current 6% per cent “add on” to 
wholesale prices, on or before December 15, by eliminating the 
price ceiling for rayon cord tires “which is 112% per cent of the 
cotton cord price” and by undertaking “necessary investigations 
leading to establishment of truck tire prices which are related 
to mileage performance. 


Freight Claim Prevention 


On the subject of freight claims and claim prevention, the 
executive committee expressed the view that the Commission 
should exercise all its present authority in improving the han- 
dling of C. O. D.’s, and recorded support of the A. T. A. of in- 
tensified efforts within the industry, pledging A. T. A. staff 
members and the executive committee to assist carriers in better 
claim handling procedures. The committee also called on ship- 
pers and their organizations to aid in prevention of “unjustified” 
claims and in promotion of improved packing, marking, billing 
and clearing of claim payments. 


O. D. T. Activities 


In a resolution urging early dissolution of federal war trans- 
port agencies and controls, the A. T. A. committee set forth the 
views, with respect to the activities of the O. D. T., that its func- 
tions as claimant agency for transport equipment should be con- 
tinued so long as W. P. B. or other controls applicable to mate- 
rials needed in trucking were continued; that O. D. T. allocation 
of vehicles should be continued until supply equaled or closely 
approached demand; that the national speed limit should be 
raised to 45 miles an hour; that power to requisition motor ve- 
hicles should be abolished; that trucking industry advisory com- 
mittees to the O. D. T. should be continued as long as the O. D. 
T. exercised any controls over motor carriers; that control of 
basic truck fuel allotments should remain in the O. D. T. for the 
duration of motor fuel rationing; that “the highly valued assist- 
ance” of the O. D. T. in connection with breaking down of trade 
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barriers should be continued for the life of the agency and ex. 
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panded, and the general orders O. D. T. Nos. 3, 4 and 6a (motor oe 
conservation orders), including joint action plans, should be per-Boyp. Or 
mitted to stand unchanged at this time and should not befijamatl 
rescinded for the duration of the war without consultation be-Bpoy, 38: 
tween the trucking industry and the O. D. T. 3 Rev. 
The executive committee decided to create within the A, Sup. Or 

T. A. an equipment and maintenance section, to be known as its Mariz., a! 





National Equipment and Maintenance Committee, and proposed 
that each affiliated state association form a similar unit. It di- 
rected that representations be made to the Commission that the 
trucking industry favored continuation of the optional use of 
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standard reflectors, flares or red lanterns as warning signals in In 
cases of highway breakdowns. The committee recorded suppor MD. T., | 
of development of two-way radio as a means of communication JO. D. ° 
in the trucking industry. holding 
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TRUCK-BUS TIRES AND TUBES 

W. J. Cumming, chief of the maintenance section of the 
Office of Defense Transportation, has advised truck and bus 
operators that synthetic tires and tubes must be handled and 
used with greater care than that usually accorded natural rub- 
ber products. The O. D. T. said Mr. Cumming’s statement was 
issued in connection with publication of an O. D. T. mainte- 
nance bulletin, No. 41, on the care and use of synthetic tires, 




































It said the bulletin contained the observation that, although § motor 
synthetic tires and tubes lacked many of the desirable and § type” | 
valuable characteristics of natural rubber for use in heavy- §his ap} 
duty truck and bus operation, they could be made to perform Si 
“very satisfactorily” if these limited characteristics were recog. § distric 
nized by the truck and bus owner and if changes were made in § Colebe 
use and service methods to meet these reduced qualities. of mil 
“Drivers and loaders will have to be impressed with the Jin app 
fact that heat from any source is destructive to these tires and §§ 48, the 
that synthetic tread stock is not as resistant to cuts and tears J by Le 
as is natural rubber,” said Mr. Cumming. “Overloading, high § Omah. 
speeds, and under-inflation all tend to built up heat. To avoid Tr 
blowouts and layups of equipment, it will be necessary to school § of De! 
operating personnel in Tire and Rim Association recommenda- § gistric 
tions on inflation pressures, loading, speeds, etc. Attention, § action 
moreover, will have to be given to the proper lubrication of § applic 
tubes and insides of casings with recommended soap solutions § cervic 
when tires are first mounved, to careful breaking in of new § Tayi ( 
tires, to rotation and mating of dual tires, to frequent correct sity a 
inflation when tires are cool, and retreading et the proper E 
time.” Office 
PR e ENO Rag the C 
oO. D. T. RIVER BOAT PROGRAM No. 1 
The Office of Defense Transportation has announced that § Hadd 
the last unit of a fleet of 21 steel river towboats, built under & of ta 
an O. D. T.-sponsored program, was delivered October 23 to § New 
the Sohio Company at St. Louis to which it had been allocated. § such 
The craft will be used for towing barges of petroleum and § fuel. 
petroleum products on the Mississippi and Ohio Rivers. the e 
Built by Cargill, Inc., Savage, Minn., the towboat is nearly § persc 
200 feet long, of two thousand horsepower, has condensing § time: 
engine and twin screw propellers. It is named the Bou Arada ’ 
after one of the important battles of the present war. firme 
“The final delivery of the Bou Arada completes the boat § mon 


construction program sponsored by O. D. T., financed by the 
Defense Plant Corporation and carried out under the super- 
vision of the United States army engineers,” said Lawrence C. 
Turner, assistant director in charge of O. D. T.’s waterways 
transport department. “These boats are built particularly for 
inland river use on a design proven satisfactory by years of 


Re 


( 
performance. They are nearly flat bottomed and can push at = 
their bows as much as fifteen thousand tons of cargo in steel abor 
barges.” cent 

a a ee ee or t 
MOTOR CONSERVATION of 1 
The Office of Defense Transportation has issued motor 
common carrier conservation orders as follows: 
Sup. Order O. D. T. 3, Rev. 357, coordinated operations 
between points in Mo., Kan. and Okla.; Sup. Order O. D. T. 3, 
Rev. 366, coordinated operations between points in Mo. and 
Kan.; Sup. Order O. D. T. 3, Rev. 367, coordinated operations Tote 
between points in Atlanta and Union Point, Ga.; Sup. Order 
O. D. T. 6A-54, coordinated operations in San Angelo, Tex; a 
Sup. Order O. D. T. 6A-56, coordinated operations in Chicago, Pie 
Ill., and suburbs thereof; Sup. Order O. D. T. 6A-57, coordi B po, 
nated operations in Detroit and Monroe, Mich.; Sup. Order Per 
O. D. T. 3; Rev. 369, coordinated operations in Ala., Fla., Ga. 
and Miss.; Sup. Order O. D. T. 3, Rev. 371, coordinated opera- Cur 
tions between points in Mo. and IIl.; Sup. Order O. D. T. 3, 
Rev. 372, coordinated operations between points in Mass.; Sup. Per 
Order O. D. T. 3, Rev. 373, coordinated operations between 9 
points in Kan., Mo. and Okla.; Sup. Order O. D. T. 3, Rev. 374, Pes 


coordinated operations between points in Tenn.; Sup. Order 
O. D. T. 3, Rev. 375, coordinated operations between Knoxville 
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and Chattanooga, Tenn.; Sup. Order O. D. T. 3, Rev. 378, co- 
ordinated operations between Clintonville and Shawano, Wis.; 
Sup. Order O. D. T. 3, Rev. 382, coordinated operations between 
Klamath Falls and Lakeview, Ore.; Sup. Order O. D. T. 3, 
Rev. 383, coordinated operations in Mich.; Sup. Order O. D. T. 
3, Rev. 385, coordinated operations in Mass. and R. I., and 
Sup. Order O. D. T. 6A-59, coordinated operations in Phoenix, 
Ariz., area. 






















0. D. T. Appeal Decisions 


In his appeal decision No. 44, Director Johnson, of the O. 
D. T., has affirmed a decision of the regional director of the 
0. D. T. highway transport department for region No. 3, up- 
holding the action of the O. D. T. district manager at Winston- 
Salem, N. C., in denying an application by Harris-Kelly Piano 
Co., of High Point, N. C., for approval of inauguration of service 
as a private carrier of property by motor vehicle, for pickup and 
delivery services, in lieu of for-hire carrier services previously 
rr regional director’s decision, affirming action of the district 
manager of the O. D. T. highway transport department at 
Omaha, Neb., in denial of an application by Nat Towles, a dance 
orchestra conductor, for additional allotments of mileage and 
motor fuel for operation of Towles’ specially-designed ‘“‘sleeper- 
type” bus, likewise has been sustained by Director Johnson, in 
his appeal decision No. 45. q ; 

Similarly, Director Johnson has sustained denial by O. D. T. 
district and regional officers at Omaha of an application by Jack 
Colebaugh, dance orchestra conductor, for additional allotments 
of mileage and motor fuel for Colebaugh’s “sleeper-type bus, 
in appeal decision No. 46, and, in appeal decisions Nos. 47 and 
48, the O. D. T. director has affirmed denial of like applications 
by Lee Williams and James Barnett, respectively, both of 
Omaha, and both dance orchestra leaders. 

In his appeal decision No. 49, Director Johnson, of the Office 
of Defense Transportation, has upheld the action of the O. D. T. 
district manager at New Haven, Conn., and affirmation of his 
action by the O. D. T.’s regional director, Region 1, denying an 
application for a special permit to engage in furnishing taxi 
service, filed by Jennie Boardman, doing business as Boardman 
Taxi Co., East Haddam, Conn., and for a certificate of war neces- 
sity and an additional allotment of mileage and motor fuel. 

By his appeal decision No. 49, Director Johnson, of the 
Office of Defense Transportation, has affirmed a decision of 
the O. D. T. highway department’s regional director for region 
No. 1, denying an application of the Boardman Taxi Co., East 
Haddam, Conn., for a special permit to engage in the furnishing 
of taxi service in Colchester, Conn., and from Colchester to 
New London, Conn., a certificate of war necessity to cover 
such service, and an additional allotment of mileage and motor 
fuel. Director Johnson said, in his decision, that “to permit 
the expansion of public transportation facilities to enable every 
person to have such facilities at their beck and call at all 
times would not result in transportation conservation.” 

In O. D. T. appeal decision No. 15, Director Johnson af- 
firmed a decision of the O. D. T. highway transport depart- 
ment’s regional director at Cleveland, O., denying an applica- 


























































Revenue Freight Loading 


Revenue freight loading the week ended October 21 totaled 
905,941 cars, according to the Association of American Rail- 
roads. This was 7,291 cars or eight-tenths of one per cent 
above the preceding week, 522 cars or one-tenth of one per 
cent above the corresponding week of 1943, and 2,679 cars 
. three-tenths of one per cent above the corresponding week 
of 1942. 
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Grain and Live 
grain-prod. stock Coal 
{ 1944 56,718 26,561 171,810 
MEDAL PROB oo cnc ae ccs wanes 4 1943 59,765 27,750 172,123 
1942 47,665 24,362 167,199 
Preceding week October 14....... 1944 49,997 26,214 174,646 
Per cent increase over..........+- 1943 
Per cent decrease under.......... 1943 a1 4.3 2 
Per cent increase over............ 1942 19.0 9.0 2.8 
Per cent decrease under.......... 1942 
{1944 2,083,695 695,349 7,487,479 
Cumulative 43 weeks to Oct. 21. {1943 2,175,012 653,223 7,078,453 
[1942 1,784,970 578,937 6,929,370 
Per cent increase over...........- 1943 6.4 5.8 
Per cent decrease under.......... 1943 4.2 
Per cent increase SS ees 1942 16.7 20.1 8.1 
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tion by Cornelius Karelse, Jr., of Grand Rapids, Mich., for 
approval of inauguration of service as a private motor carrier 
of property. No positive need directly related to the war 
effort had been shown to exist for the greater convenience and 
expedition to be afforded by the proposed service, Director 
Johnson said. 

An appeal by James P. Gianinos, of New York City, from 
a decision of the regional director of the O. D. T. highway 
transport department at New York City, denying Gianinos’ 
application for approval of inauguration of service by the appli- 
cant as itinerant salesman of ice cream at retail in New York, 
using a 144-ton truck, in a four-month period beginning June 1, 
was dismissed as being moot, by Director Johnson in his appeal 
decision No. 51, “without prejudice to the right of the applicant 
seasonably to make a new application in 1945 in accordance 
with such provisions of the orders (general order O. D. T. 17 as 
amended and administrative order O. D. T. 15) as may be 
applicable at that time.” 


Oo. D. T. PRIVATE CARRIERS’ COMMITTEE 

An advisory committee of private carriers to the Chicago 
district office of the O. D. T. was organized in the office of 
F. T. Corcoran, district manager, October 25. Ralph Bently, 
general traffic manager, National Tea Company, was named 
chairman. Other members include James Reedy, Hertz Drive- 
ur-Self Services; Harold Wiens, Purity Bakeries Corporation; 
A. J. Krueder, Wilson and Company; George Sibley, Jewell 
Tea Company, and Glenn Johnson, Bowman Dairy Company. 
The committee will meet periodically to discuss such matters 
as tire and vehicle allocation, manpower and gasoline distribu- 
tion and will offer its advise on those and other subjects to the 
district manager. H. J. Kelly, of Mr. Corcoran’s office, will act 
as secretary of the committee. 


Oo. D. T. PERSONNEL CHANGES 


The Office of Defense Transportation has announced ap- 
pointment of Richard H. Lamberton as deputy assistant di- 
rector of its liquid transport department, succeeding Porter L. 
Howard, who has returned to private industry but will continue 
to act as a consultant on the staff of the O. D. T. It said that 
Mr. Lamberton was assistant to the treasurer, and in charge of 
personnel, of the Union Tank ‘Car Company, Chicago, when he 
came to Washington in March, 1943, to act as assistant to 
Fayette B. Dow, then director of the liquid transport division. 


a a 1944, he had been a special assistant, said the 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 7,520 
freight cars, and a daily average shortage of 7,118 freight cars, 
for the week ended October 21, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 1,897; auto 
box, 65; flat, 208; gondola, 1,417; hopper, 788; and miscellane- 
ous, 3,145. 

The shortage was made up as follows: Plain box, 6,618; 
auto box, 191; flat, 185; and gondola, 124. 


CONTROL OF EXPORTS AND IMPORTS 

The Foreign Economic Administration has issued a sum- 
mary of relaxations of export control effected by it this year, 
with a comment by Leo T. Crowley, foreign economic admin- 
istrator, that such controls over exports have been relaxed in 
1944 “to the fullest extent compatible with this country’s war 
objectives.” 

“A great many commodities,” the F. E. A. said, “have been 
placed on general license so that, in effect, they may be ex- 
ported without obtaining specific licenses from F. E. A. Com- 
modities placed under general license are limited by and large 
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Coke Products Ore L. C. L. Miscellaneous Total 

14,580 42,570 67,046 108,032 418,624 905,941 
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(1) to those in relatively easy supply and (2) to those destined 
for Allied and friendly countries.” 

Mr. Crowley said that relaxation of export controls by 
F. E. A. would continue “to the extent compatible with wartime 
exigencies and reconversion possibilities in order that free in- 
ternational trade may be fostered on as full and free a basis 
as possible.” 

In its current export bulletin No. 201, the F. E. A. has 
announced indefinite postponement of the effective date of its 
current export bulletin No. 197, relating to exports of rubber 
and rubber products. \ 

In current export bulletin No. 202, the F. E. A. has set 
forth data on the subject of commodities exportable to Middle 
East destinations. 

~ Several matters relating to export licenses are discussed 
in the F. E. A.’s current export bulletin No. 203. 

The Commerce Department’s Bureau of the Census has 
issued its foreign commerce statistical decision No. 52, revoking 
provisions of foreign commerce statistical decision No. 23, so 
as to make available for publication, because of revised security 
policies, ‘certain export and import statistics on United States 


foreign trade which have been withheld heretofore from pub- 
lication.” 


Revenue Ton-Miles 


The volume of freight traffic handled by Class I railroads 
in September, 1944, measured in revenue ton-miles, amounted to 
approximately 61,000,000,000 ton-miles, according to a prelim- 
inary estimate based on reports received from the railroads by 
the Association of American Railroads. The decrease under 
September, 1943, was two and one-half per cent. 

Class I railroads in the first nine months of 1944 performed 
three per cent more revenue ton-miles of service than in the 
same period of 1943. The 1944 total was twenty per cent greater 


than 1942 and two and one-third times the ton-miles volume of_ 


the first nine months in 1939. 
The following table summarizes revenue ton-mile statistics 
for the first nine months of 1944 and 1943: 


: Per Cent 

1944 1943 Increase 
Cg io a a a a 431,273,490,000 413,674,358,000 4.3 
RE eee reo *64,500,000,000 65,103,271,000 d0.9 
PT Pre 761,000,000,000 62,545,917,000 d2.5 
ar ree 556,773,490,006 541,323,546,000 2.8 





*Revised estimate. 
{Preliminary estimate. 


BRAKE DRUM REPAIR AND SALVAGE 


The Office of Defense Transportation has issued a pamphlet, 
prepare dby its maintenance section, explaining methods for the 
reconditioning, repair and salvaging of motor vehicle brake 
drums. Single copies of the pamphlet, “Reconditioning Brake 
Drums,” may be obtained without charge from the Maintenance 
Section, Highway Transport Department, Office of Defense 
Transportation, Washington 25, D. C. Copies in quantity may 
be purchased from the Superintendent of Documents, United 
States Government Printing Office, Washington 25, D. C. 


RAIL EQUIPMENT INVENTORIES 


From August, 1943, to June, 1944, deliveries of 12 railroad 
equipment corporations, representing more than two-thirds of 
the sales of the entire industry, declined by nearly one-half, 
while their dollar value of inventries rose by more than one- 
fifth, but in the next two months—from June 1 to August 1— 
their shipments increased by 26 per cent while inventories were 
reduced by 6 per cent, said the Commerce Department’s Bureau 
ot Foreign and Domestic Commerce in “Industry Survey,” one 
of the publications of the bureau. 


NORTHWEST SHIPPERS’ BOARD MEETING 


Reports of car efficiency committees made at the fall meet- 
ing of the Northwest Shippers’ Advisory Board, at Fargo, N. D., 
October 20, indicated that car detentions in the area covered 
by the board had been reduced to five per cent in the third 
quarter of 1944. J. George Mann, traffic manager, Northrup 
King and Company, Minneapolis, Minn., general chairman of 
the board, pleaded for an intensification of efforts to load and 
unload cars promptly and to clean them completely. That was 
the only way left for insuring an adequate car supply, he said. 

Featured speaker at the meeting was T. J. O’Shaughnessy, 
public relations officer, Chicago, Rock Island and Pacific, Chi- 
cago. He illustrated the growth of traffic on the railroads in 
wartime by citing figures from his own road. The only reason 
the railroads had been able to meet this unprecedented demand, 
he said, was because they had had foresight to spend $10,000,- 
000,000 in additions and betterments in the ten years before 
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the beginning of the war. They had done that, he added, in 
the face of financial distress and the problem of meeting new 
forms of competition. He said he would not try to predict what 
the level of post-war traffic would be, but that in order to oper- 
ate efficiently and profitably in those years, the railroads would 
have to have funds to make up the deferred maintenance 
caused by wear and tear on plants, the inability to get main- 
tenance labor in wartime, and the additions that had been post- 
poned. He advocated exemption from profits taxes of funds 
set aside to do that work. 


BOX CAR SUPPLY AND LOADING 


If no box cars were placed for loading except on definite 
orders filed by shippers, a substantial amount of equipment now 
being held idle for a day or two would be made available for 
general distribution, W. C. Kendall, chairman of the car service 
division of the Association of American Railroads, said in a letter 
to railroad transportation officers. 

He observed that “at many points, and in the case of many 
industries, cars have been, and it is understood are being, placed 
in numbers in excess of current requirements for immediate 
loading,” and advocated consideration of the suggestion made to 
increase the supply and the taking of “such action as individual 
situations may warrant.” 


REFRIGERATOR CAR FREE TIME 


The Commission, division 3, effective October 19, has issued 
amendment No. 1 to revised service order No. 112. The amend- 
ment amended paragraph (B )of the revised service order (see 
Traffic World, Sept. 16, p. 709). It was said in the Commission’s 
Bureau of Service that the effect of the amendment was that 
no demurrage charges would accrue at destination on cars of 
fresh or green fruits or vegetables unloaded within 48 hours 
after notice of arrival was sent or given to the consignee or 
party entitled to receive it. The following paragraph (c) was 
added to paragraph (B) of the revised order: 


(c) When the total period of detention from the first 7:00 a. m. 
after notice of arrival is sent or given to the consignee or party entitled 
to receive it, until the car is unloaded and released is 48 hours or 
ress, no demurrage charges shall accrue. (40 Stat. 101, Sec. 402, 41 
Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S. C.*1 (10)-(17). 


FLOOD REROUTING ORDER 


The Commission, division 3, has suspended until December 
9, its service order No. 84-A, which vacated service order No. 84, 
effective October 23, requiring the Coudersport & Alleghany 
Railroad to reroute, because of flood conditions, traffic to and 
from points on its line via the Baltimore & Ohio through New- 
field Junction instead of via Port Alleghany and the Pennsyl- 
vania Railroad (see Traffic World, Oct. 14, p. 982). The suspen- 
sion of the vacating order was made to apply on coal and coke 
only. The action was taken in service order No. 82-B. 


“FREE TIME” AND STORAGE 


Goods shipped to a merchant who is controlled by Inven- 
tory Limitation Order L-219 must be considered as merchants’ 
inventory if it remains in a common carrier for longer than the 
“free time” ordinarily permitted by the transit company, says 
the War Production Board, adding: 


Storage of goods in a carrier under these conditions amounts to 
warehousing and so comes under warehouse provisions of L-219. In 
cases of undue hardship, such as arrival of goods in advance of the date 
designated by the merchant, application for relief under L-219 may be 
made to the Wholesale and Retail Trades Division of the War Production 
Board, 350 Fifth Avenue, New York 1, N. Y. The letter should state all 
pertinent facts. 

Order L-219 places a ceiling on the amount of inventory that a con- 
trolled merchant may have in his possession at any one time. 


WESTERN ICING ORDER 


Effective October 21, Director Clinger, of the Commission's 
Bureau of Service, issued third amended general permit No. 6 
under second revised service order No. 224, restricting init'al 
icing and reicing of shipments of fruits and vegetables in the 
west to three-fourths of each car’s bunker capacity (see Traffic 
World, Sept. 2, p. 573), permitting railroads to disregard the 
provisions of the second revised service order in so far as it 
applied to the initial icing or reicing of such cars, with the 
following exception: 


This general permit shall not apply to the first or initial icing oF 
the reicing of refrigerator cars loaded with potatoes originating al 
points located in Idaho groups B or C, or in Oregon group B, as defined 
in items 1013 and 1043, respectively, of Perishable Protective Tariff No. 
13, Agent J. J. Quinn’s I. C. C. No. 22. - 

The permit was made to apply only to cars billed on and 
after its effective date, and required that waybills show refer- 
ence to it. 
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Track W. & I. Bureau 


A special committee of the Central States Motor Freight 
Bureau, appointed to make recommendations on the formation 
of a truck weighing and inspection bureau for Central Terri- 
tory, met at the Stevens Hotel October 27 to hear a report 
from C. L. Lawson, chairman of the bureau’s standing rate 
committee, who had been appointed to make investigations on 
behalf of the committee. 

Mr. Lawson’s report was concerned, in large part, with 
the workings of existing railroad weighing and inspection 
bureaus and a comparison of their functions with those likely 
to be needed in a similar truck organization. It said that one 
of the important functions of the rail bureaus—that of policing 
transit arrangements and rates—had no application in the truck 
picture because there were no truck transit rates. It discussed 
at some lengths the use of average weight agreements among 
the railroads and the shippers, saying that possibilities lay in 
such arrangements between truckers and those who used them. 
However, it said, while such agreements would be “practical 
and desirable,’ they were “for the future,” after a truck 
weighing and inspection bureau had been set up, fully organ- 
ized and had attained smooth working order. 

The foundation for the beginning of the work among the 
truckers, which should be begun modestly and built slowly, 
the report said, was the function of inspecting shipments of 
merchandise. It recommended the appointment of not more 
than three qualified men to spend two or three months inter- 
viewing and conferring with local rate bureaus, their members 
and their patron shippers to determine just what kind of an 
organization to set up and just how the inspecting functions of 
such an organization should be carried on. 

The procedure of rail weighing and inspection bureaus 
could not be taken “arbitrarily” and adapted to truck bureau 
use, the report said, the reason being the differences in oper- 
ating procedures in the two types of transportation. However, 
it added, those to be charged with setting up the truck bureau 
might well continue to study the rail bureau set-up, from which 
they could learn much, especially since their directors seemed 
courteously inclined to be of help. 

The committee received Mr. Lawson’s report for study. It 
will make a report with recommendations at a meeting of the 
board of directors of the Central States Motor Freight Bureau 
in Chicago, November 7. 


Truck Production Problems 


Although military and civilian trucks produced in the first 
nine months of this year aggregated about 554,000 units, as 
compared with a scheduled program of 586,000 units for that 
period, there was a big drop in the total production of light- 
heavy and heavy-heavy trucks that were seriously needed by 
the armed services at this time, the War Production Board 
reported. 

_ The board said that problems that had arisen in connec- 
tion with truck production in the third quarter of the year and 
possible remedies that might be instituted in production in the 
last three months of the year were discussed in a meeting of 
Its motor truck industry advisory committee. It said the out- 
put of light-heavy trucks for the first three quarters of 1944 
amounted to about 187,000 units as compared with a program 
of 205,000 units, and that the total production of heavy-heavy 
trucks was about 44,000 units, as against a planned program 
of 58,000. Total truck production in the third quarter amounted 
to 198,000 units, it said. 

__ John H. Middlekamp, director of the W. P. B. automotive 
division, advised the truck industry to take fuller advantage 
of what he described as ‘‘the opportunity to obtain directive 
treatment in the meeting of heavy truck schedules.” He said 
that, since these programs had reached such important military 
urgency, the use of directives to obtain components and mate- 
rials would free the heavy duty truck programs from many 
hindrances. Advisory committee members said that a lack of 
labor in the gray iron and malleable iron foundries and in. 
assembly plants was largely responsible for the lag in light- 
heavy and heavy-heavy truck production. 

The W. P. B. said it had informed committee members 
that, beginning with the 1945 truck production schedules, 
country trucks” (trucks shipped outside the United States or 
its possessions) for the Foreign Economic Administration would 

“set forth in separate production schedules,” and that all 
other requirements for commercial trucks would be combined. 

It _was stated by the advisory committee members, the 
- P. B. said, that the present rationing procedures for trucks 
for essential domestice uses were working slowly in some sec- 
‘ons, with the result that trucks were accumulating both in 
manufacturers’ and dealers’ hands. It added that the commit- 
f€ members urged that such rationing procedures be speeded 
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up so that available trucks might be put into essential uses 
more quickly. 


BUS AND BUS BODY PRODUCTION 


Total deliveries of integral busses for the first seven months 
of 1944 amounted to 2,205 units, as against 733 units delivered 
in the same period of 1943, according to the transportation 
equipment division of the War Production Board. In data 
released through the Commerce Department’s Bureau of the 
Census, the division said that total deliveries of bus bodies in 
the first seven months of this year were 3,034 units, as against 
2,035 units in the same period of 1943. 

The War Production Board, after a meeting of its bus 
manufacturers’ industry advisory committee, announced that 
3,587 integral busses had been manufactured in the first three 
quarters of 1944, and added that this total represented 80 per 
cent of the 4,488 busses originally scheduled for the nine-month 
period. It said that the ten manufacturers currently in produc- 
tion estimated that a total of 5,400 busses would be produced 
in the entire year, as compared with 6,700 scheduled for pro- 
duction at the beginning of 1944. Integral busses, it said, were 
those built with the chassis and body as one unit, as distin- 
guished from the body-on-chassis type. 


PROPERTY MOTOR CARRIER STATISTICS 


According to a compilation of the revenues, expenses, other 
income, and statistics of 1,600 class I motor carriers of property, 
statement Q-800, issued by the Commission’s Bureau of Trans- 
port Economics and Statistics, those carriers had an operating 
ratio of 95.6 per cent for the second quarter of 1944, as com- 
pared with 93.7 per cent for the same quarter in 1943. The 
compilation showed total operating revenues for the 1944 quar- 
ter of $207,944,542, and for the comparable 1943 quarter of 
$205,581,202. Net income before income taxes for the 1944 
and 1943 quarters was shown as $11,120,035 and $14,300,369, 
respectively; while net income after income taxes was shown 
as $6,798,288 for the 1944 quarter, and $8,806,521 for the 
1943 quarter. 


MOTOR CARRIER SUPERVISORS’ COURSE 


The Motor Vehicle Association of Georgia, Inc., reported 
an enrollment of 56 for the “southeastern supervisors’ training 
course” October 23-27 in Atlanta. It said that Paul H. Coburn, 
fleet safety engineer of the National Safety Council, director 
of the course, had invited the following to serve as instructors: 
Amos E. Neyhart, administrative head, Institute of Public 
Safety, Pennsylvania State College; Milton D. Cramer, admin- 
istrative assistant, Center for Safety Education, New York 
University; R. C. Haven, safety engineer, Continental Baking 
Co.; E. J. Emond, director of automotive safety, Armour & 
Co.; Charles G. Morgan, Jr., manager, department of opera- 
tions, American Trucking Associations, Inc.; W. Robert Smith, 
manager, personnel and insurance, Scott Bros., Inc., and J. 
Willard Lord, safety engineer, Atlantic Refining Co. 


TRUCK-TRAILER ASSOCIATION MEETING 

The Truck-Trailer Manufacturers Association, Inc., has 
announced that a “special” meeting of its members will be 
held November 10 in Chicago, for a discussion of reconversion 
and contract terminations. It said directors of the association 
would meet in Chicago the evening of November 9. A meeting 
of the Truck-Trailer Industry Advisory Committee would be 
held in Washington November 13 instead of November 16, the 
meeting date announced earlier, John B. Hulse, secretary- 
manager of the association, said. 


A. A. R. ANNUAL MEETING 


The Association of American Railroads will hold its annual 
meeting November 15 at the Blackstone Hotel, Chicago. On 
the preceding day the board of directors will meet. The board’s 
monthly meeting, scheduled for October 27 in Washington, was 
canceled, due to the arrangements made for the meeting in 
November in Chicago. 


D. P. C. TRANSPORT CONTRACTS 


Secretary Jones, of the Commerce Department, has an- 
nounced that the Defense Plant Corporation, subsidiary of the 
Reconstruction Finance Corporation, has authorized execution 
of a contract with Acme Freight Lines, Inc., of Jacksonville, 
Fla., to provide automobile transport equipment at a cost of 
approximately $100,000 for operation in the Gulf coast area, 
and a contract with Jack Cole Co., Inc., of Birmingham, Ala., 
to proivde transportation equipment for operation in the eastern 
states, at a cost of approximately $115,000. He said that Jack 
Cole Co., Inc., and Acme Freight Lines, Inc., would operate the 
facilities, title remaining in the D. P. C. 



















































































Questions and Answers 


In this column will be answered questions of both legal and 
e practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers, 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Suits for Loss or Injury—Parties Plaintiff 


Illinois.—Question: We occasionally make shipments upon 
the advice of a broker who in turn gives authorization by letter 
to a trucking carrier to pick up at our warehouse a certain 
quantity of merchandise which is to be delivered to a rail pier 
for consolidation with other merchandise for carload movement. 

We know that the merchandise is for a particular customer, 
to whom billing is rendered, but beyond the fact that we have 
the trucking carrier’s receipt for the pick up, we do not enter 
into the other phase of the movement. 

We would like to know in the event the merchandise is 
damaged during rail transportation to whom we must look for 
reimbursement. 

Can you suggest any way we can ship in this manner and 
still obtain direct railroad protection in the case of damage? 

Answer: The right to recover for loss of goods shipped 
depends entirely on the title to the goods. The owner of the 
goods is entitled to maintain an action of tort against the car- 
rier for loss of or injury to, the goods, although he is not the 
party with whom the contract of shipment was made; and such 
tort action should be brought by the owner and by him only, 
whether he be the consignor, consignee, or a third person, 
although he need not be the absolute owner, but may have 
merely a special interest. Sindle vs. American Ry. Express 
Co., 8 Tenn. App. 594, 601; Law vs. Hatcher, 4 Blackf. 364; 
Garvan vs. New York Cent. etc. R. Co., 96 N. E. 717; Waters 
vs. Mobile, etc., R. Co., 21 So. 240; Lashinsky vs. Russian Co., 
91 N. Y¥. S. 175. 

We assume that you are the owner of the goods, although 
not a party to the transportation records. 


Notice of Claim—Notice by Mail 


Keentucky.—Question: I am interested in your answer to 
Illinois, on page 651 of the September 9 issue of the Traffic 
World, under the caption, “Notice of Claims—What Consti- 
tutes.” 

Assuming that the letter or notice of claim mailed in lieu 
of the claim papers contained all of the essential elements of 
a claim, can the carrier disclaim responsibility because of his 
failure to receive the letter? 

Answer: If notice is mailed in time to reach the carrier’s 
agent within the time limited by the contract, in the ordinary 
course of mail, there is sufficient compliance with the contract. 
Johnson vs. New York, etc., R. Co., 88 Atl. 988; Vencill vs. 
Quincy, etc., R. Co., 112 S. W. 1030. However, notice by mail 
will not be sufficient unless mailed in time to be received within 
the time fixed by the contract. St. Louis, etc., R. Co. vs. Furlow, 
117 S. W. 517. 

In Wichita Valley Ry. Co. vs. Davis, 275 S. W. 169, it was 
held that testimony of plaintiff’s attorney, that letter to car- 
rier’s agent, notifying him of claim for damage to cattle, was 
forwarded through due course of mail, raised presumption that 
letter was received by such agent, and agent’s denial of its 
receipt merely raised issue of fact, which was for decision of 
jury, or court in cases tried without jury. 

Testimony of plaintiff’s attorney, that he forwarded letter 
addressed to carrier’s agent notifying him of claim for damage 
to cattle “through due course of mail,” imports that letter was 
properly addressed, stamped, and deposited in mail. 


Loading and Packing—Liability of Carrier for Improper 
Packing or Loading by Shipper 


Pennsylvania.—-Question: Please give us the benefit of 
your opinion together with mention of any court decisions cov- 
ering the following: 
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A shipper tendered to a railroad carrier a shipment of 
lubricating oil, LCL, in 5 gallon metal cans, loose. These cans 
were of a lighter gauge metal than required by Consolidated 
Freight Classification No. 16. This fact, however, was not dis- 
covered by the shipper until after the shipment had moved. 

The merchandise arrived at destination in a badly damaged 
condition, resulting in 75% loss in value. 

In your opinion what is the carrier’s liability for damage 
in transit to this shipment? 

Answer: One of the exceptions to the carrier’s common- 
law liability arises in cases where the injuries are due to the 
improper packing of the goods by the shipper. Carpenter vs. 
Baltimore, etc., R. Co., 64 Atl. 252; Snowden vs. Tremont & G. 
Ry. Co., 140 So. 122; Gulf, ete., R. Co. vs. Wittnebert, 108 
S. W. 150. Accordingly, if goods are improperly packed, and 
this fact is not apparent or known to the carrier, it is not liable 
for loss or injury resulting in the ordinary course of handling 
and transportation from such improper packing, if it is itself 
free from negligence. (Mitchell vs. North Pac. S. S. Co., 213 
Pac. 293; Devinne Hallenbeck Co. vs. Autotyre Co., 154 Atl. 
170), although, if the carrier is guilty of negligence but for 
which the damage would not have occurred, it is liable even 
though the improper packing is not apparent. Greenwald vs. 
New York Cent. & H. R. R. Co., 159 N. Y. S. 15. Some deci- 
sions hold without qualification that the full duty of the car- 
rier is simply to carry goods in the condition in which they are 
offered, and that, where goods tendered are _ insufficiently 
packed, the carrier is not liable for loss or injury due to such 
defect, even though the defect in the packing is apparent; Rix- 
ford vs. Smith, 52 N. H. 355, 13 Am. R. 42; Ross vs. Troy & 
B. R. Co., 49 Vt. 364, 24 Am. R. 144; but in view of the fact 
that the carrier is entitled to reject defectively packed goods 
tendered for shipment, the rule supported by the weight of 
authority is that if it accepts for transportation goods which it 
knows are defectively packed, or which by the exercise of rea- 
sonable care it could have observed were defectively packed, 
it assumes to carry the goods as they are, and its common-law 
liability as carrier attaches, and it is subject to all the liabili- 
ties usually attaching to an ordinary shipment of the same 
character, Robinson vs. New York Cent. R. Co., 282 N. Y. S. 
877, (affirmed I. N. E. 2d 985), even though the goods were 
not packaged in accordance with the requirements of classi- 
fications filed with the interstate commerce commission. New- 
man vs. Seaboard Airline Ry. Co., 124 S. E. 627. It cannot be 
said, however, under this rule that the carrier must, at his 
peril, know that the goods are not in fact safely packed. South- 
ern Ry. Co. vs. Frank De Latour, Inc., 135 So. 187. The ship- 
per usually knows better than the carrier the manner in which 
the goods have been packed and the manner in which they 
should be packed, and even though the carrier may have knowl- 
edge of some defect in the packing, still if it is not apparent 
to the ordinary observation of the carrier or his servants that 
the goods cannot be safely carried in the condition in which 
they are presented, the carrier should not be held to take the 
chances of injury from improper packing. 


Tariff Interpretation — Application of Classification Rules to 
Classification Exception Ratings 


Tennessee.—Question: Under Item 15, page 182, of the 
National Motor Freight Classification, the second class rate is 
provided for agitators (brine propellers) in boxes or crates. 

Under Item 9720 of J. R. Shumate’s Motor Freight Tariff 
4-C, MF-I. C. C. 265, page 110, rating 70 is provided for agi- 
tators, brine (brine propellers) in boxes or crates. 

The second class rate from Philadelphia, Pa., to Knoxville, 
Tenn., at the time when the above commodity was shipped was 


$1.71 per 100 pounds, while the class 70 rating was $1.40 per 
100 pounds. 


This shipment, however, -was skidded instead of being 
boxed or crated. Under Rule 5F of the classification the ship- 
ment would have to be rated one class higher, because it was 
not packed in accordance with the classification or the excep- 
tion item of the tariff. 


The question is, should it be rated as one class higher than 
the classification rating or one class higher than the tariff 
rating? 

It is my contention that, since the tariff under Item 65, 
page 46, is governed, except as otherwise provided therein, by 
the classification, and by exceptions thereto referred to therein, 
the rating 70 in the tariff should be set up to the second class 
rate. The motor carrier handling the shipment contends that 
the classification rating of second class should be set up to the 
first class rate. 

The question is—does Rule 5F govern the tariff rating or 
the classification rating only, and will we be denied the use of 
rating 70 in the tariff? 

I would appreciate your reply to the two questions above, 
and any authority you may have on a similar situation. 
Answer: A similar question was involved in our answers 
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to Texas, on page 282 of the July 29, 1944 Traffic World, and 
to Oklahoma, on page 463 of the August 19, 1944 Traffic World, 
under the above caption. 

In our opinion, the 1st class rating is applicable. 


Tariff Interpretation—Application of Intermediate Rule 


South Dakota.—Question: Citations and your opinion in 
application of rate is asked: 

The tariff names a commodity rate from A to D. By appli- 
cation the rate applies from or to all intermediate points. A is 
served by .2 of a mile spur off the main line at B. C is the line 
terminal 2 miles beyond B. The trackage layout makes B inter- 
mediate from A to D. This trackage does not make C an inter- 
mediate point. C, however, is the line terminal where all trains 
are made up and cars from A are moved to C to move to D. 
Does this terminal movement through C make it intermediate 
from A to D? 

The question here is the same as would arise where indus- 
trial districts are served by separate stations named in a tariff. 

Answer: The Commission has held that all points within 
terminal limits of a given point are intermediate to a more 
distant point, if the given point is intermediate. American Oil 
Co. vs. Baltimore & O. R. R. Co., 238 I. C. C. 503. 

However, in the instant case, unless C is within the ter- 
minal limits of B, it is not intermediate between A and D, 
unless the handling of cars originating at A to C for movement 
in trains made up at that point, has the effect of making C 
intermediate between A and D. 

We cannot locate a report of the Commission specifically 
in point. However, in its report in Humble Pipe Line Co. vs. 
Director General, 68 I. C. C. 651, the Commission said: 


One of the shipments to Hillendahl was carried through that point 
into the Houston yards and back again to its destination. That mere 
accident of transportation did not have the effect, as complainant con- 
tends, of making Houston an intermediate point within the meaning of 
the fourth section as to that shipment. 


Tariff Interpretation—Description of Article for Trade Pur- 
poses Determines Applicable Rate 


Missouri.—Question: Can you cite some recent cases in 
which the Commission has decided that identical articles mov- 
ing under different trade names should take the same rate, 
regardless of the use to which they are put? 

Answer: In its decision in Bull Dog Floor Clip Co. vs. 
Chicago, R. I. & P. Ry..Co., 225 I. C. C. 313, the Commission 
held that as the complainants therein had commercially repre- 
sented their commodity as a “floor clip” they could not deny 
their representations in order to obtain the benefits which 
would accrue to them from a lower rating, citing Cream of 
Wheat Co. vs. Atchison, T. & S. F. Ry. Co., 91 I. C. C. 45; Glid- 
den Company vs. Akron. C. & Y. Ry. Co., 153 I. C. C. 684, 686, 
and Mead, Johnson & Co. vs. Atlantic Coast Line R. Co., 168 
na. C. Boe, 

The cases hold that the description of a commodity for 
trade purposes determines the rate or rating to apply thereon. 

See, also; with respect to this subject the opinion of the 
Commission in Darling & Co. vs. New York, C. & St. L. R. Co., 
213 I. C. C. 418, in which the Commission said: 

“The general rule of tariff interpretation is that the nature 
of the article shipped, and not the use to which it may be put, 
determines the rate applicable thereon. A commodity may come 
within two tariff descriptions such as “soda ash” and “cleaning 
compounds” on which different rates are maintained. If it is 
shipped and sold as the higher-rated commodity, cleaning com- 
pounds, the higher rates are applicable. J. B. Ford Co. vs. 
Michigan Central R. Co., 19 I. C. C. 507. This rule, however, 
does not permit a shipper to describe feeding tankage as “tank- 
age, N. O. I. B. N.” in the bill of lading in order to obtain a 
lower rate, even though feeding tankage may be used for the 
same purpose as tankage N. O. I. B. N. As the Commission said 
with respect to cracklings, Ohio Farm Bureau Federation vs. 
Ahnapee & W. Ry. Co., supra, ‘Such a practice is improper.’ 
The ruling of the Western Weighing and Inspection Bureau 
was, therefore, erroneous, and any carriers, who under the 
authority of that ruling, collected fertilizer rates on shipments 
of feeding tankage should revise the charges thereon.” See, 
also, Scholler Bros., Inc. vs. Central of Georgia Ry. Co., 299 


3 3 C. 535, and Markstein vs. Missouri Pac. R. Co., 243 I. C. C. 


Shippers Load and Count—Application of Bills of Lading Act 
to Motor Carriers 

Michigan.—Question: We would like to have your opinion 
on the following question: 

We received two shipments from one of our vendors which 
Made a full truckload. This was a closed truck and it was 
forwarded through to destination without being opened or 
touched according to the records of the carrier involved. When 

€ carrier picked the trailer up. at the vendors plant, the driver 
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signed a bill of lading for 100 cartons which had the wording 
“Shippers Load and Count” on the body of the bill of lading. 

Upon arrival at destination, the trailer was spotted at our 
plant and we checked 80 cartons as the total count and the car- 
rier signed for a shortage of 20 cartons. This trailer, although 
closed, was not sealed and the carrier’s stand is that due to the 
fact that the wording “Shippers Load and Count” was shown 
on the bill of lading when the shipment was picked up, they 
are not responsible for the shortage of 20 cartons. 

We would appreciate your views as to whether shipments 
can move via truck under “Shippers Load and Count” and 
reference to any court cases on this subject as we are unable 
to find any provisions in the rules and regulations of truck 
lines which have reference to shipments moving under “Ship- 
pers Load and Count.” 


Answer: Section 1 of the Bills of Lading Act reads as 
follows: 


Bills of lading issued by any common carrier for the transportation 
of goods in any Territory of the United States, or the District of 
Columbia, or from a place in a state to a place in a foreign country, 
or from a place in one State to a place in another state, or from a 
place in one State to a place in the same State through another State 
or foreign country, shall be governed by this act. 


4 Section 21 of the Bills of Lading Act contains the follow- 
ing: 


The carrier may also by inserting in the bill of lading the words 
“Shipper’s weight, load, and count,’’ or other words of like- purport 
indicate that the goods were loaded by the shipper and the description 
of them made by him; and if such statement be true, the carrier shall 
not be liable for damages caused by the improper loading or by the 
non-receipt or by the misdescription of the goods described in the bill 
or lading. 


While we are not aware of any decision of the courts in 
which the application of the provisions of the Bills of Lading - 
Act to motor common carriers has been at issue, it would 
appear from the above quoted sections of the Bills of Lading 
Act that the act applies to such carriers. 


Damages—Injury to Goods Returned After Rescinding of Sale 


New Jersey.—Question: We would appreciate your opinion 
or any court decisions which may have been made on the fol- 
lowing question: 

We had occasion to make a shipment of ten drums of 
material to one of our accounts, some months ago. This ma- 
terial was placed in stock in their warehouse and then it 
developed that they had no use for the stock. Arrangements 
were made to have the material returned to us, we to allow 
credit on the basis of the original invoice. 

The material was returned to our plant, consignor re- 
ceiving a clear bill of lading, and upon arrival at our plant 
one drum was found to be completely empty, due to a hole 
in the side of the drum. 

We filed a claim for the loss of one drum of material at 
the original invoice price. The carrier contends that the claim 
should be based on production costs and gives the following 
reasons: 


Had this shipment been damaged in the original movement from 
your plant to consignee, carrier would be responsible for the destination 
value, i. e., the invoice to the consignee, plus the freight charges if paid. 
There was no damage in this movement, but for some unknown reason 
the shipment was returned by your customer to yourselves some months 
later, and on this return movement a portion of the shipment was 
damaged causing some loss. 

At the time of this return and taking into your plant, this shipment 
had no greater value than other drums of similar material in storage 
with you, awaiting sale. Of course we do not know why you had to 
make a refund to consignee, but they apparently cancelled the order 
and you were to take the material back into stock, and consequently 
it could not have a greater value than the other stock on hand. 

This matter has been referred to our law department and they 
advise that the proper measure of damage is the production cost, as 
that would be your out of pocket loss, and that would be the value 
of the commodity, the same~as the balance of the material in your 
supply, and to pay a greater amount would place a greater value on 
the damaged portion than the undamaged portion of the shipment. 

We trust that after further consideration you will let us have an 
amended claim based on the actual value of this material on the basis 
outlined above. 


We do not agree with their contentions as outlined above, 
and furthermore, we could dispose of the material on the 
market at the invoice value, therefore, we see no reason why 
we should suffer a loss due to carrier’s negligence. 

Thank you for whatever information you may have avail- 
able. 

Answer: In Illinois Central R. R. Co. vs. Crail, 281 U. S. 
57, 50 S. Ct. 180, the court said: 


By the Cummins Amendment the holder of a bill of lading issued 
for an interstate rail shipment is entitled to recover for failure to make 
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delivery of any part of the shipment without legal excuse, ‘‘the full 
actual loss, damage or injury to such property’’ at point of destination. 
Chicago, etc., Ry. Co. vs. McCaull-Dinsmore Co., 253 U. S. 97. 

It is not denied that a recovery measured by the wholesale market 
price of the coal would fully compensate the respondent, or that the 
retail price, taken as the measure of the recovery allowed below, in- 
cludes costs of delivery to retail consumers which respondent did not 
incur, and a retail profit which he had not earned by any contract of 
resale. But respondent contends, as was held below, that the estab- 
lished measure of damage for non-delivery of a shipment of merchan- 
dise is the sum required to replace the exact amount of the shortage 
at the stipulated time and place of delivery, which, in this case, would 
be its retail value, and that convenience and the necessity for a uniform 
rule require its application here. 


This contention ignores the basic principle underlying common law 
remedies that they shall afford only compensation for the injury suf- 
fered, Milwaukee, etc., R. Co. vs. Arms et al., 91 U. S. 489, 492; 
Chicago, etc., Ry. Co. vs. McCaull-Dinsmore Co., supra, 100; Robinson 
vs. Harman, 1 Exch. 850, 855; Sedgwick, Damages (9th Ed.) 25; Suther- 
land, Damages (4th Ed.) Sec 12; Williston on Contracts, Sec. 1338, 
and leaves out of account the language of the amendment, which like- 
wise gives only a right of recovery for ‘‘actual loss.’’ 


Since your company elected to rescind the sale, it is our 
opinion that you are not entitled to a profit thereon as repre- 
sented by your invoice price, but only to the value of the 
goods as part of your stock. 


Damages—Basis for Arriving at Difference Between Origin and 
Destination Net Weights 


Illinois —Question: We are confronted with the problem 
of the correct method of arriving at a loss of a bulk commodity 
from a freight car which developed leakage in transit where 
the origin and destination tare weights are at variance. 

For example: 


ss Bara ll ee oe thet ek Bee 146,800 
a CRN 6 085g ace lose Scag dc aa necacomsavepeake 46,105 
I aoe a ve araiar cee as Gh pthc b SPOR Oe ss a od ae Snel he oles 100,695 
ee NNINICNUI 550 5 S85: sh .c.0 13 Go eisai dS dslera stdin dis Sed ROS 146,000 
cel cree Nae rah ahs army Wee rates Snape dais Mo 46,560 
ai ie said yer ete ect Ee aa Re a 99,440 


The freight was prepaid, the shipment being sold delivered 
at destination and the product invoiced accordingly. 

The consignee, in filing claim for the loss by leakage, in- 
sists that the carriers owe him the invoice value of 1255 lbs., 
this being the difference between the origin and destination 
net weights. 

It is the railroad’s contention that, since the tare weights 
vary (destination actual tare being 455 lbs. greater than origin 
marked tare), the proper method in arriving at the extent of 
carriers responsibility is to take the difference in the gross 
weights which would be 800 lbs. 

According to our experience and practice only one of the 
two tares can be correct. 

Both tare weights, when at variance, cannot, of course, be 
correct but it makes no difference whether you apply the 
origin tare to both the origin and destination gross weights 
or the destination tare to the origin and destination gross 
weights, you get the same result as when you take the difference 
between the origin and destination gross weights alone. In each 
of these instances it will be found the difference is 800 lbs. 

Do your files contain any record of an answer to some 
inquiry on this particular point or has it come up in connection 
with any legal proceedings which might have been published? 

Answer: We are unable to locate any decision in which 
this question has been considered. It is, however, our opinion 
that you are correct in your contention that the damages 
should be based on the value of 800 pounds of the commodity. 


Tariff Interpretation—Application of Rating on Machinery on 
Skids to Crated Shipments on Skids 


iNlinois.—Question: Please refer to your reply to Utah, 
page 943 of the April 1st issue of the Traffic World, and also 
note the attached copy of a letter we received from the Inter- 
state Commerce Commission, Washington, D. C., on this same 
subject and advise us who is correct. 

We have been billing machinery set up in boxes or crates, 
skidded, at first class but with the Interstate Commerce Com- 
mission’s informal opinion, we believe they should be billed 
second. 

Answer: In the answer to which you refer, we have taken 
the view that crated machinery on skids should be rated first 
class. In that and previous answers we have given the reasons 
for our opinion. 

We, of course, can see that the opposite view has merit. 
Since the Commission’s informal opinion supports that view, 
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it seems probable that if the matter were formerly presented 
to the Commission, our view would be overruled. 


Rates—Released—Measure of 


New York.—Question: I would appreciate your citation of 
any commission or court rulings in which the following prob- 
lem is an issue: 

When a carrier seeks to obtain a released rate order from 
the commission under the Carmack Amendment, must it main- 
tain its pre-existing rate at full liability and offer a new, 
lower rate at less than full liability, or may it propose to 
transport at less than full liability at the pre-existing rate 
and offer a new, higher rate at full liability? 

Answer: We are not aware of any report of the Commis. 
sion in which this question has been considered. 

In its report in Released Rates on Stone in the Southeast, 
93 I. C. C. 90, the following statement therein sets forth the 
considerations which should govern the establishment of re- 
leased rates: 


The fact that claims for loss and damage are frequent in the trans- 
portation of a given commodity is not in itself a valid reason for the 
establishment of released rates. If the commodity is fairly uniform in 
value, so that the carrier knows with a reasonable degree of certainty 
the liability it assumes when it accepts a shipment for transportation, 
it may and should establish reasonable tariff regulations relative to 
packing and loading, with a view to minimizing such claims, and, 
having done so, should then publish a single rate based on the known 
transportation characteristics of the commodity. Nor is the fact that an 
article has a wide range of value alone sufficient to warrant the estab- 
lishment of released rates, because claims for loss and damage on that 
article may be negligible in any event. But where those conditions 
concur, where the susceptibility to loss or damage is comparatively 
high and the wide range in the value of the commodity makes the 
amount of any claim that may arise difficult to estimate, the carrier 
is at a disadvantage unless it is permitted to base its liability and its 
charges on a declaration of value obtained in advance from the ship- 
per. In such a case a basic rate should be established conditioned 
upon the declaration by the shipper of a fair average value of the 
commoner forms of the commodity, together with one or more higher 
rates to apply when a greater value is declared, such higher rates to be 
no more than reasonably commensurate with the additional risk as- 
sumed by the carrier. 


See, also, General Electric Co. vs. Aberdeen & R. R. Co, 
159 I. C. C. 327 and Maine & New Hampshire G. Corp. vs. 
Boston & Maine R., 155 I. C. C. 16. 

Apparently, the measure of the unreleased rate is an 
element which receives consideration. 


TAXES AND TRANSPORTATION 


Federal taxes on amounts paid for transportation of prop- 
erty yielded $18,885,513.91 in September, as compared with 
$15,838,902.90 in September, 1943, according to the monthly 
statement of the Bureau of Internal Revenue. The taxes on 
amounts paid for transportation of persons yielded $22,418,- 
246.86 in September, as against $14,814,205.30 in September, 
1943. 

The tax on transportation of oil by pipeline yielded $1,420,- 
930.69 in September, as against $1,132,911.38 in September, 
1943. 

The federal tax on gasoline sales yielded $32,930,914.78 
in September, as against $25,146,358.39 in September, 1943. 

The $5 use tax on motor vehicles yielded $2,910,106.44 in 
September, as against $2,590,581.11 in September, 1943. , 

Employment taxes by carriers yielded $34,478,405.57 in 
September, as against $23,976,485.44 in September, 1943. 


SHIPS FOR MULES 

“That the traditional army mule is still a requisite for war 
—especially for fighting over muddy and mountainous terrain— 
was noted when the War Shipping Administration announced 
allocation of 17 vessels to the War Department for use as mule 
carriers,” said the W. S. A., Oct. 27. 

“Conversion to mule carriers has been completed on 15 of 
the 17 ships and the other two are expected to be ready soon. 
Thirteen Liberty ships and four other cargo vessels are the 
complement destined to carry mules to various theaters of war. 

“Cost of conversion averaged $317,133 for each vessel and 
mule accommodations vary from 320 regular stalls and 16 sick 
bay stalls to 699 stalls with 32 for sick bay use. Quarters are 
also provided for 86 to 125 men. 

“Stalls are built crosswise of the ship as experiments prove 
that mules transported in this manner do not suffer from sea- 
sickness. Provisions were also made for changing the size of 
the stalls to fit mules from different parts of the country— 
miules bought in Missouri are usually larger than those obtained 
in Texas.” 

W. S. A. officials said that the vessels could readily be re 
converted to their original condition as comparatively few struc- 
tural alterations were involved in providing the changes neces- 
sary for carrying the army’s mules. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TraFFic WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should te made the duty of someone in the club to keep we ade 
quately and promptly mformed.—Hditor Tug Trarric Wor. 





At the annual meeting of the Eastern North Carolina Traf- 
fic Club, at the Hotel Goldsboro, Goldsboro, N. C., October 17, 
the following officers were elected: President, G. F. Dempsey, 
traffic manager, Aberdeen and Rockfish Railroad, Fayetteville, 
N. C.; first vice-president, S. M. Jones, S. M. Jones and Com- 
pany, New Bern, N. C.; second vice-president, Cecil Moore, 
traffic manager, Atlantic and Eastern Carolina Railway, Kins- 
ton, N. C.; third vice-president, W. D. Howard, vice-president, 
Cape Fear Railroad, Fort Bragg, N. C.; historian and parlia- 
mentarian, A. P. Burton, traveling freight agent, Norfolk and 
Western, Wilmington, N. C.; secretary and treasurer, R. Wal- 
ton White, agent, Norfolk Southern Railway, Wilmington; mem- 
bers of the board of directors, W. B. Bessley, traffic manager, 
Rose’s Stores, Henderson, N. C.; W. F. Mayhall, assistant gen- 
eral freight agent, Norfolk Southern, Kinston; W. H. Higgen- 
bothem, district freight agent, Seaboard Air Line Railway, 
Raleigh, N. C.; M. M. Fuller, district freight agent, Clinchfield 
Railroad, Raleigh; H. L. Graham, traveling freight agent, Wil- 
son, N. C.; G. R. Wallace, Wallace Fisheries, Morehead City, 
N. C.; E. G. Wells, traffic manager, Laurinburg Milling Com- 
pany, Laurinburg, N. C.; D. J. Thurston, .president, Thurston 
Motor Lines, Wilson; J. G. Seymour, commercial agent, Nor- 
folk and Western, Wilmington; J. A. Bazemore, commercial 
agent, Virginian Railway, Wilson; S. C. Watkins, general agent, 
Atlantic and Eastern Carolina, Goldsboro; Andrew Syme, trav- 
eling freight agent, Seaboard Air Line Railway, Raleigh; M. H. 
Schell, district freight agent, Southern Railway, Raleigh. One 
vacancy remains on the board of directors because of the fact 
that A. M. Parker, traffic manager, North Carolina commission, 
Raleigh, declined the nomination for that position. It will be 
filled at the next meeting of the board. 





The Junior Traffic Club of Richmond, Va., has elected the 
following officers: President, F. A. Vest; first vice-president, 
E. N. Quayle; second vice-president, P. J. Chandler; third vice- 
president, J. F. Meridith; recording secretary, W. G. Stigall; 
treasurer, J. W. Cassell, corresponding secretary, E. E. Ginn, 
Jr. The club has issued a new roster. It shows 25 of its mem- 
bers to be in the armed forces. 


The Indianapolis Traffic Club will hold its annual dinner 
at the Claypool Hotel November 15. Charles Milton Newcomb, 
Delaware, O., will speak on “How to Be Happy. Though Edu- 
cated.” The club was scheduled to hold its fall dinner dance 
the evening of October 28. C. W. Lantz was chairman of the 
committee in charge. The board of directors has decided to 
omit the club’s annual Christmas party this year, substituting 
instead a plea for contributions from members to a fund for 
underprivileged children to be distributed by one of the local 
charity organizations. 





_.The Women’s Traffic Club of Greater New York held a 
bridge luncheon at the Hotel Delmonico October 28. The club's 
charity fund benefited by the profits. Ellen A. Watterston, 
chairman, ways and means committee, had charge. 





_ John O. Lofgren, manager, National Carloading Corpora- 
tion, who has been transferred from St. Paul, Minn., to Seattle, 
Wash., was honored at a luncheon of the Transportation Club 
of St. Paul at the Hotel Lowry, October 24. The luncheon was 
Sponsored by the club’s athletic committee of which Jack 
Cooper is chairman for bowling, and George H. Nourse for golf. 





At a dinner meeting of the Oklahoma City Transportation 
Club at the Hotel Huckins October 19, the following were 
Placed in nomination as candidates for club office, the election 
to be held at the next meeting: For president, L. M. Voss, 
President, Voss Truck Lines; L. I. Graber, assistant division 
Superintendent, Santa Fe Trail Transportation Company, and 

C. Hart, general agent, Missouri Pacific; for first vice- 
President, C. W. Coffey, manager, Acme Fast Freight, Inc., and 
Roy L. Jones, manager, Victory Cartage Company; for second 
Vice-president, J. R. Lewallen, traffic manager, Anderson- 

ichard Oil Company, and Frank .Zeliff, traffic manager, Star 
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Manufacturing Company; for third vice-president, E. E. Don- 
aldson, traffic manager, Kerr Dry Goods Company, and Glenn 
Spears, traffic manager, Alexander Drug Company; for secre- 
tary-treasurer, Meryl W. Bell, traffic representative, Frisco 
Lines; for membership on the board of directors, R. T. Weaver, 
manager, Universal Carloading and Distributing Company, and 
J. W. Prescott, general agent, Texas and Pacific Railroad. 





The Traffic Club of Wichita, Kan., will entertain guests 
from Kansas City at its annual Kansas City night party at the 
Hotel Lassen, November 16. There will be refreshments, danc- 
ing and entertainment. 





At a meeting of the Traffic Club of New York, October 24, 
E. H. Burgess, chairman, Eastern Railroad Traffic Executives’ 
Committee, spoke on “Order or Disorder in Transport Regu- 
lation.” The club will hold a forum luncheon at the Hotel 
Biltmore, November 15, at which Ernest E. Norris, president, 
Southern Railway, will be the speaker. 





Frank E. Kearney, new president of the Traffic Club of 
Newark, N. J., is a native of Scranton, Pa. He has been a 
resident of New Jersey for twenty 
years, living at present at Elizabeth. 
His first service in transportation was 
with the Lehigh Valley Railroad, in the 
division freight agent’s office at New- 
ark, where he worked for about five 
years. In 1929 he joined the Lehigh 
Warehouse and Transportation Com- 
pany, then just embarking on an ex- 
pansion program. After working as a 
sales representative for the company 
for some years, he was made assistant 
manager of its Elizabeth warehouse. 
When the company acquired the Lacka- 
wanna Warehouse Company, Jersey 
City, N. J., he was made sales man- 
ager of that operation and assistant 
sales manager of the Lehigh company. 
He joined the Traffic Club of Newark 
in 1935 and served as chairman of various committees, chair- 
man of the board of governors, and second and first vice- 
president, before his election to the presidency. He has also 
been active in the Traffic Club of Jersey City, for which he 
once served as vice-president, the Raritan Traffic Club, and 
the New Jersey Industrial Traffic League. 








Col. H. D. Bagnall, control officer, U. S. Army service 
forces training center, Camp Plauche, Harahan, La., spoke on 
“The Army Service Forces Training Center’ at a luncheon 
meeting of the Traffic Club of New Orleans, October 23. Mem- 
bers of the club were guests at a Navy Day luncheon at the 
Hotel Roosevelt, October 27, at which Rear Admiral A. S. 
Merrill, director of public relations, U. S. Navy, was the 
speaker. Holman Michaelis is chairman of a committee making 
arrangements for a Thanksgiving supper dance for the club to 
be held November 18. 





Governor Edward J. Thye of Minnesota spoke on “Minne- 
sota’s Post-War Program” at a luncheon meeting of the Traffic 
Club of Minneapolis, October 26. Charles Loring, chief justice 
of the Minnesota supreme court; Mike Holm, secretary of state; 
Julius A. Schmahl, state treasurer, and other state officers were 
guests. The affair was arranged by the club’s public affairs 
committee, W. W. Gibson, chairman. 





Brig. Gen. W. J. Williamson, chief, traffic control division, 
U. S. Army service forces, will be the speaker at a luncheon 
meeting of the Traffic Club of Detroit at the Book-Cadillac 
Hotel, November 1. 

The Milwaukee Traffic Club will hald a Thanksgiving din- 
ner party at the Milwaukee Athletic Club, November 7. The 
entertainment committee, E. C. Crow, chairman, is in charge. 





Wing Commander Peter J. Simpson, D. F. C., of the Brit- 
ish army, recently on combat duty in Normandy, will be the 
speaker at a luncheon meeting of the Traffic Club of St. Louis 
at the Mark Twain Hotel, October 30. The entertainment com- 
mittee, J. J. Burke, chairman, is‘making arrangements. 





The Wyoming Valley Traffic Club will hold a meeting No- 
vember 8 at Scranton, Pa. The speaker will be Capt. T. R. 
Clark, U. S. Army engineers, Berwick, Pa., on “Bulldozers in 
the War.” 

More than three hundred members and friends attended 
a steamship night meeting of the Pacific Traffic Association of 
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San Francisco October 12. There was a program of entertain- 
ment, with Armand Girard, radio star, as master of ceremonies. 
Ted Luedtke was chairman of the committee in charge. The 
club plans a freight forwarders’ night meeting November 28. 
Lloyd Kardel is chairman of the committee making arrange- 
ments. Les Raymond has been appointed chairman of the 
club’s nominating committee, other members of which are M. J. 
McCarthy, Ray Burley, F. S. Wagstaff, Ralph Branham, Mel 
Pickering and Ben Foster. 





Dean Gauldin, local prosecuting attorney, was the speaker 
at a luncheon meeting of the Transportation Club of Dallas, 
Texas, October 23. Jerry Wilson was chairman of the commit- 
tee in charge. 





At a meeting of the Traffic Club of Hamilton, Ont., Octo- 
ber 24, William D. Lamont, chief metallurgist, Dominion Foun- 
dries and Steel, Ltd., Hamilton, spoke on “Wartime Steel.’ He 
illustrated his talk with slides. Capt. Woodcock, of the Ca- 
nadian Army, blind returned prisoner of war, spoke on traffic 
conditions in France, Germany and Sweden. Before his enlist- 
ment, Capt. Woodcock was in the traffic department of E. D. 
Smith and Sons, Winona, Ont. He was elected to honorary 
membership in the club. 





The Tri-City Traffic Club will hold a fall festival in the 
new Moose club rooms, Moline, Ill., November 16. It will be 
ladies’ night. There will be refreshments, entertainment and 
dancing. The notice of the festival urges those out of the city 
to consider it “in the light of O. D. T. travel restrictions.” 





Members of the Women’s Traffic Club of Greater New York 
will make an inspection tour of the plant of the Davidson Trans- 
fer and Storage Company at Baltimore, and a sight-seeing tour 
of that city, November 4. The club’s educational committee, 
Edna F. Mead, chairman, is in charge of arrangements. 








TRANSPORTATION CORPS LEGION POST 


The American Legion has granted a post charter to a 
group of Chicago men in transportation, veterans of the first 
world war. The post will be known as the Transportation Corps 
Post, named after the Transportation Corps of the U. S. Army. 
Among the charter members are Ralph Budd, president, Chi- 
cago, Burlington and Quincy; Merrill B. Knox, Chicago city 
transportation consulting engineer; Major Alex Baxter, U. S. 
Army, chief, highway branch; John Petritz, chief, warehouse 
division, Reconstruction Finance Corporation; Chester C. Bur- 
dick, consulting engineer, Public Roads Administration, and 
Chester Laughry, commerce attorney. ; 

An announcement by Major Baxter says that the post will 
take ‘a leading interest in the development of transportation 
in the United States in the interest of national defense and, 
more important, to keep politics out of transportation.” 


N. Y. SHIPPERS POST-WAR COMMITTEE 


Pursuant to action at a recent meeting, J. H. Pretzell, 
assistant traffic manager, Standard Brands, Inc., chairman of 
the Shippers’ Conference of Greater New York, has appointed 
a post-war transportation planning committee. The committee 
plans to begin meetings immediately and to make periodic 
reports to the conference. Its members are as follows: 

R. A. Cooke, manager, traffic department, American News- 
paper Publishers’ Association, chairman; C. E. Mace, manager, 
transportation bureau, Commerce and Industry Association of 
New York; W. A. Moore, general traffic manager, New Jersey 
Zinc Company; B. H. Taylor, traffic director, Glass Container 
Association of America; H. M. Frazer, general traffic manager, 
F. W. Woolworth Company; Frank Rich, traffic manager, J. C. 
Penny Company, Inc., and R. R. Luddecke, director of traffic, 
Standard Brands, Inc. 


U. P. DIESEL RECORDS 

The Union Pacific has announced that its diesel power unit, 
locomotive 9-M-1A, one of six assigned to the Kansas City- 
Denver run, completed more than 1,049,000 miles of service 
between going in service in August, 1940, and September 30, 
1944, without a major overhaul. The unit, the railroad says, 
“will not be shopped until sometime in 1945.” Two diesel loco- 
motives on the City of Denver streamliner have travelled more 
than 3,000,000 in eight years without major repairs, it says. 


TRUCKS HAUL BIG BARGES 
The use of White trucks in transporting barges and lighters 
from inland construction points in Australia to the coast is 
described in a statement by the White Motor Company, Cleve- 
land, O. It says such trucks and tractors are moving barges 
weighing up to 70 tons each, 85 feet long, 20 feet wide and 11 
feet 6 inches high, on special equipment rolling on 36 tires. 





TRAFFIC WORLD 


Merchant Marine Improvement 


After having been a luncheon guest of President Roosevelt, 
October 25, Vice Admiral Emory S. Land, war shipping admin- 
istrator and chairman of the Maritime Commission, announced 
that the President had urged “immediate inauguration” of a 
program for “improving the American merchant marine and 
maintaining its future position.” Also a guest of the President 
at the luncheon was Henry J. Kaiser, shipbuilder. 

Admiral Land issued the following statement: 


The President has today requested the Maritime Commission to pre. 
pare a bold and daring plan for improving the American Merchant 
Marine and maintaining its future position. 

True our present vessels, excluding the Liberties, are modern and 
efficient. We will end the war with a large tonnage of good vessels; 
the equal of any in the world. However, nearly all of these are cargo 
ships; we especially need modern, comfortable, low-travel-cost passenger 
ships. The President stated emphatically we should lose no time in 
preparing designs for and constructing such vessels; also, to improve 
cargo handling facilities, improve propulsion equipment, install the most 
modern devices. 

The President recognizes that a program for the orderly replacing 
of present vessels over a period of time with improved and more efficient 


models will be necessary to maintain a proper American Merchant 
Marine. 

The Maritime Commission has previously worked on designs and 
some new developments. First attention to vessels for war has neces- 
sarily restricted such activity. 

Now we will proceed with the studies and designs. Construction of 
these new types will be scheduled to prevent interference with vessels 
and matrials required for war. Contracts will be awarded only on the 
basis of competitive bids. 

The President urged immediate inauguration of the program so 
that this plan could be a factor in employment and the conversion from 
war to a peace-time economy. 

We must not let our Merchant Marine become static; design and 
build our advance models as soon as shipyard space and manpower are 
available, the President said. 


MERCHANT MARINE CONFERENCE 


It would be of major importance to the American merchant 
marine, after the war, that inland transportation be fully and 
quickly developed in all countries, because without transporta- 
tion there could be no production, and without production there 
would be no cargoes, said Wayne Chatfield-Taylor, Under Sec- 
retary of Commerce, in an address at a joint meeting of the 
American Merchant Marine Conference and the Propeller Club 
of the United States, in New York City. His subject was ‘Trade 
Opportunities and Maritime Commerce.” 


“The same thing may be said about industrial power, or 
about industrial development—all these matters are definitely 
related to your future usefulness,” he continued. “In fact, they 
are far more closely related than whether surface carriers 
control air carriers, or vice versa. Trade opportunities for mari- 
time and other forms of commerce will depend entirely on de- 
veloping more trade and more production to divide. No trade 
or service has much of a future if its leaders devote much 
time to haggling over a constant or diminishing volume of 
business. .. . If we and other nations start together and work 
together whole-heartedly and conscientiously, we can look with 
confidence to obtaining answers to many difficult questions. 
Perhaps we may find that the price of peace is eternal vigilance 
plus eternal development.” 


The western hemisphere would emerge from the war, he 
said, in the best position to produce quickly and abundantly 
both goods and the means of production and would, in addi- 
tion, possess, “the greatest pool of transportation, for land, 
sea, or air, plus again the means of producing such transporta- 
tion.” 


WATER TERMINAL TARIFFS 


The Maritime Commission has issued a notice to all per- 
sons furnishing wharfage, dock, warehouse, or other terminal 
facilities in connection with a common carrier by water, re- 
questing them to file with its division of regulation, and to keep 
open to public inspection, schedules, tariffs, contracts, and 
agreements showing the rates, charges, rules, and regulations 
connected with these operations. 

The commission said that it was taking this action t0 
ensure the proper administration of the regulatory provisions of 
the shipping act, 1916, following the affirmance by the United 
States Supreme Court (320 U. S. 577) of the jurisdiction of 
the commission in Docket No. 555, Practices, etc., of San Fran- 
cisco Bay Area Terminals, 2 U. S. M. C. 588, over all private, 
state, and municipally owned terminals. : 

“Heretofore, the commission has found it necessary, 2 
specific instances, to require the filing of terminal tariffs, 45 
in the above-mentioned proceeding,” the commission said. 
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of American Industry during war and peace. 


Docket of the Commission 


NOTE—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THE TraFFric WorLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


October 30—Birmingham, 
Weems: 
29178—Berman Bros. Iron & Metal Co. vs. A. G. S. et al. 


October 30—Denver, Colo.—Shirley-Savoy Hotel—Examiner Freidson: 
1. & S. M-2465—Petroleum products, Wyo. points to Colo. points. 


October 30—Detroit, Mich.—Hotel Ft. Shelby—Assistant Director Snow: 
W-751—Commercial Barge Lines, Inc., extension, automobiles. 


October 30—Knoxville, Tenn.—U. S. Ct.—Examiner Yardley: 
MC 97 Sub. 1—Fireproof Storage and Van Co., Inc., Knoxville, Tenn., 
certificate to extend operations. 
MC 105213—Sutton Transfer & Storage Co., Maryville, Tenn., cer- 
tificate. 


October 30—St. Louis, Mo.—Mark Twain Hotel—Examiner Cantrell: 
MC 57771 Sub. 6—Hinson Truck Equipment Mo., Centralia, Ill., cer- 
tificate to extend operations. 


October 31—Birmingham, Ala.— Thomas Jefferson Hotel—Examiner 
Weems: 
1. & S. 5323—Class Rates between A. & S. A. B. Ry. and west. 


October 31—St. Louis, Mo.—Mark Twain Hotel—Examiner Cantrell: 
MC 72958 Sub. 1—Day Transfer Co., Cape Girardeau, Mo., certificate 
to extend operations. 
October 31—Washington, D. C.—Examiner Jordan: 
* Finance 14731—Application of -N. Y. O. & W. for authority to purchase 
steam railroad properties of Rome and Clinton R. R., in New York. 
November 1—Billings, Mont.—City Hall—Jt. Bd. 84: 
MC 104288 Sub. 2—Hollar Transport, Billings, Mont., 
extend operations. 


November 1—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC-C 407—Great Atlantic & Pacific Tea Co. vs. Ontario Freight Lines. 


November 1—Chicago, I!1.—Morrison Hotel—Asst. Director Snow: 
FF-162—Fashion Fast Freight. 


Ala.—Thomas Jefferson Hotel—Examiner 


certificate to 
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November 1—Indianapolis, Ind.—U. S. Ct.—Examiner Higgins: 
MC-F 2596—R. Marcuccilli et al., control; Marion Trucking Co., inc,, 
purchase Harwood Trucking, Inc., and Jaqua Transit Lines, Ine, 
November 1—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC 105190—R. H. Hake, Hoyleton, Ill., certificate. 
November 1—Philadelphia, Pa.—U. S. Ct.—Jt. Bd. 67: 


MC C 410—Needham’s Motor Service, Inc., vs. Casper’s South Jersey 
Express. 


November 2—Billings, Mont.—City Hall—Jt. Bd. 123: 
MC 88701 Sub. 2—C. Greening, Laurel, Mont., to extend operations. 


November 2—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC 27578 Sub. 1—Baldwin Transportation Corp., New York, N. Y.,, 
certificate to extend operations. 
MC 95042 Sub. 3—M. Godick, Brooklyn, 
operations. 


November 2—Chicago, I!!1.—Morrison Hotel—Asst. Director Snow: 
FF-78—Truck-Rail Terminals, Inc., freight forwarder application. 


November 2—Cincinnati, O.—Gibson Hotel—Jt. Bd. 62: 
MC 108780 Sub. 6—O. Maxwell Co., Cincinnati O., permit to extend 
operations. : 
November 2—Cincinnati, O.—Gibson Hotel—Examiner Cantrell: 
MC 1222 Sub. 6—Reinhardt Transfer Co., Portsmouth, O., certificate 
to extend operations. 
November 2—Fort Worth, Tex.—Texas Hotel—Examiner Borroughs: 
1. & S. M-2394—Oil field equipment and supplies. 


November 2—Washington, D. C.—Commissioner Mahaffie and Assistant 
Director Boles: 

Finance 14692—Appl. C. & O. to acquire properties of Norfolk Terminal 
and Transportation Co. and authority to assume obligation and lia- 
bility in respect of payment of principal and interest on $500,000, 
principal amount of First Mortgage 5% Gold Bonds of Norfolk Ter- 
minal and Transportation Co. Suppl. Appl. of Allegheny Corp. (as 
company controlling C. & O.) joining for authority to acquire prop- 
erties of Norfolk Terminal and Transportation Co. 

November 2—Philadelphia, Pa.—U. S. Ct.—Examiner Kephart and Jt. 
Bd. 67: 

MC 21866 Sub. 18—West Motor Freight, Boyertown, Pa., certificate 
to extend operations. 

MC 105287—M. Melchiondo and R. Hirst, Trenton, N. J., certificate, 

November 2—Washington, D. C.—Commissioner Porter and Examiner 
Brennan: 

MC-F 2583—Greyhound Corp., investigation of control, Southern Lim- 
ited, Inc. 

November 3—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 

MC 95253 Sub. 6—Weidberg Delivery Service, New York, N. Y., cer- 
tificate to extend operations. 


(Continued on page 1136) 


N. Y., permit to extend 


Tank Cars, 6000, 8000, and 10,000 gallons ca- 
pacity, now operating in revenue service, in good mechanical condition, meeting all 
I. C. C. and A. A. R. requirements—available for immediate delivery. 


RAILWAY ACCESSORIES COMPANY 


4100 CAREW TOWER, CINCINNATI 2, OHIO 
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In war and peace 
the worlds safest transportation 


HROUGHOUT the years, the safety record 
of the American railroads has been so out- 
standing that people have rightly felt safer on 


a train than traveling in any other way. 


In view of this, it is worth while to know the 
safety record of the railroads at war. 


Railroad passengers are three times safer 
in this war than in the last one. 


With passenger traffic at a new high in 
1943, the average passenger rode in 
greater safety than in such typical peace- 
time years as 1938 or 1940. 


There have been less than three passenger 
fatalities for each billion passenger miles 
traveled. 


This record has been made despite the neces- 
sity of getting the fullest use out of equipment 
—and despite the strain under which railroad 
folks must work. 


This is a good record. To make it perfect is 
our constant goal. And it is fitting to pay 
tribute to the vigilant spirit and devotion 
today of the men and women who have made 
this record in the course of doing the greatest 
transportation job in history. 





AMERICAN RAILROADS 


ALL UNITED FOR VICTORY 





DON'T MARK IT “RUSH 
MARK IT “MERCHANTS” 


5,802 Miles of Daily Service 
Criss Crossing the Middlewest 


MERCHANTS MOTOR FREIGHT, Inc. 


ST. PAUL, MINNESOTA 


@ It takes “Know-How” to move a 
battle wagon over the seven seas. 
And it takes “Know-How” to move 
furniture long distance. 


That’s why professional traffic 

men turn to Neptune. Behind 
Neptune “Know-How” is 44 years 
of specialized experience, trained 
men, up-to-the-minute equipment, 
plus access to the world’s largest 
long distance moving organization. 


Find out what a difference 
“Know-How” can make in handling 
a move for you between any two 
points. Phone, write for details. 


AGENT-MEMBER: ALLIED VAN LINES, INC. 


NEPIVNE 


ATVRAGE 


NEW ROCHELLE, N.Y: 


PHONE FORDHAM 4-5900 


TRAFFIC WORLD 


_ Personal Notes 


Leo P. Day, commerce counsel for the New York Central 
at Chicago, has been promoted to be assistant general solicitor 
with headquarters there. 

L. C. Hollingsworth, assistant general freight agent, Gulf 
Mobile and Ohio, Mobile, Ala., retired October 1, after fifty 
years of railroading, 29 years of them with the G. M. & O 
and its predecessors. 

The Lackawanna Railroad has announced the retirement 
under its pension rules, of C. A. Arentzen, assistant freight 
traffic manager, New York; A. H. Bahler, general agent, St 
Louis, Mo., and M. J. Naughton, general agent, Cleveland, 0 
William J. Nolan, general agent, has been transferred fror 
Boston, Mass., to St. Louis; L. E. Tenney, assistant genera) 
agent at Philadelphia, Pa., has been made general agent at 
Cleveland, and Daniel L. Norton, general agent, Toledo, O., has 
been transferred to Boston. A. J. Nash, traffic representive at 
Buffalo, N. Y., has been made general agent at Toledo. 

J. P. Gunther, merchandise agent, Kansas City Southern 
has been promoted to be assistant general freight agent in 
charge of less-carload traffic for that railroad and the Louisi- 
ana and Arkansas at Kansas City, Mo. 

C. J. Harbeke has resumed his duties as general agent for 
the Denver and Rio Grande Western Railroad at San Fran- 
cisco on his return from military service. A. A. Bolton has 
resumed his duties as district manager, perishable freight 
traffic, San Francisco, and M. E. Chase, as general agent, 
Fresno, Cal. R. E. Davis has been appointed commercial agent 
at Fresno. 

E. T. M. Carr has been appointed general agent, Southern 
Division, Central Railroad Company of New Jersey, at Long 
Branch, N. J., succeeding A. C. Giddes, who died. 

Frank C. Stratton, recently retired chief of the Commis. 
sion’s docket section, was the recipient of a gift of six $100 
war bonds from the Association of Interstate Commerce Com- 
mission Practitioners, through its president, Warren H. Wag- 
ner, who said the gift was in appreciation for Mr. Stratton’s 
many kindnesses in his long service with the Commission. 

Roy C. Nerland has been appointed assistant general pas- 
senger agent for the Atlantic Coast Line Railroad at Wilming- 
ton, N. C. 

C. C. Collins has been appointed manager, western district, 
National Carloading Corporation, at Chicago, succeeding D. D. 
Enders, assigned to other duties. 

B. F. McCoy has been appointed general agent, traffic de- 
partment, Chicago, South Shore and South Bend Railroad, at 
Detroit, Mich. 

The Railway Business Woman’s Association of Chicago will 
hold a lecture at Kimball Hall November 13. Mrs. Bertita 
Harding will speak on “Mexico, the Lady Next Door.” Barbara 
M. Zender, president of the club, will preside. 

John F. Gehan, vice-president, American Export Lines, 
New York, was elected president of the Propeller Club of the 
United States at the annual convention of the organization in 
New York October 20. 

H. Parke Thornton, vice-president and controller, White 
Motor Company, Cleveland, O., died at Cleveland October 25. 
Lon A. Fleener, formerly director of company’s industrial 
relations, has been made manager of its wholesale division In 
anticipation of increased post-war activity. 





W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 295, prescribing rates and surcharges applicable to the 
transportation of bauxite in bulk from Surinam and British 
Guiana to Trinidad, and from Surinam, British Guiana and 
Trinidad to U. S. north Atlantic and Gulf ports. Rate order 
No. 295 cancels rate order No. 252. 

By rate order No. 296, the W. S. A. has prescribed rates 
and surcharges for transportation of ores and ore concentrates 
in bulk from Cuba to U. S. Atlantic Gulf ports. Rate order No. 
296 cancels rate order No. 223. 


G. & S. A. STEAMSHIP CONFERENCE 

At a hearing in No. 633, Lykes Bros. Steamship Co., Int. 
vs. Florida East Coast Car Ferry Co. et al., at New Orleans, 
October 18, it was agreed that the Lykes line would be ad- 
mitted to membership in the Gulf and South Atlantic Steam 
ship Conference, and if that were done the complaint woul 
satisfied, said Maritime Commission Examiner C. W. R ome 
who conducted the hearing. Mr. Robinson said a report wou 
be issued in the case. 
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Services in 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 


Established 1859 
61 Pierce Street, N. E. s 


Phone District 2412 


BRAZIL 


URUGUAY 


ARGENTINA 
A 


Due to the national emer- 
gency Delta Line service is 
now controlled by the War 
Shipping Administration 


FOR SAILING INFORMATION APPLY 













MISSISSIPPI SHIPPING COMPANY, INC, * NEW ORLEANS 


NEW YORK—2841-17 BATTERY PLACE 
CHICAGO — 140 SO. DEARBORN ST. 


Washington, D. C., and 


The Jacobs Transfer Company, Inc. 


Washington 2, D. C. 





501 HIBERNIA BANK BUILDING—NEW ORLEANS 
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DOCKET OF THE COMMISSION 


(Continued from page 1132) 
November 3—Columbus, O.—State Comm.—Examiner Cantrell: 
MC 8989 Sub. 81—Howard Sober, Inc.,Lansing, Mich., certificate to 
extend operations. 
November 3—Philadelphia, Pa.—U. S. Ct.—Jt. Bd. 42: 
MC 41247 Sub. 2—New York and Pennsylvania Motor Express, inc., 
Reading, Pa. 
November 3—Toledo, 0.—Hotel Secor—Jt. Bd. 117: 
MC 55776 Sub. 1—W. G. Miller, Archbold, O., to extend operations. 
November 4—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC 29733 Sub. 1—N. Ciroalo Trucking Co., New York, N. Y., permit. 
November 4—Memphis, Tenn.—Peabody Hotel—Jt. Bds. 4 and 106 
MC 104881 Sub. 2—Gay Truck Line, Falkner, Miss., certificate to ex. 
tend operations. 
MC 105246—Webb Bus Line, Lutts, Tenn., certificate. 
November 6—Binghamton, N. Y.—U. S. Ct.—Examiner Kephart: 
MC 37379 Sub. 11—Binghamton Warehouse & Terminal, Inc., Ging. 
hamton, N. Y., certificate to extend operations. 
November 6—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf 
and Jt. Bd. 42: 
MC 2132 Sub. 8—Newburgh Transfer, Inc., Newburgh, N. Y., certifi- 
cate to extend operations. 
MC 80428 Sub. 4—H. L. & F. McBride, Goshen, N. Y., certificate to 
extend operations. 
November 6—Columbus, O.—State Comm.—Jt. Bd. 60: 
MC 48268 Sub. 19—Fischbach Trucking Co., Akron, O., permit to ex- 
tend operations. 
November 6—Dallas, Tex.—Baker Hotel—Examiner Weems: 
29129—Y. Barnett vs. T. & P. 
November 6—Paducah, Ky.—U. S. Ct.—Jt. Bd. 298: 
MC 104304 Sub. 6—Twelfth Street Garage, Paducah, Ky., certificate. 


November 6—Paducah, Ky.—U. S. Ct.—Examiner Yardley: 
* MC 28688 Sub. 4—Kemp Transfer Co., Paris, Tenn., certificate to ex- 
tend operations. 


November 8—Binghamton, N. Y.—U. S. Ct.—Ex. Kephart and Jt. Bd. 42: 
MC 79135 Sub. 4—Cossitt Motor Express, Hamilton, N. Y., certificate 
to extend operations. 
MC 105178—N. R. Corbisello, Binghamton, N. Y., certificate. 


November 8—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC 14310 Sub. 1—James C. Brine Truckers, Inc., New York, N. Y.., 
certificate to extend operations. 


November 8—Charleston, W. Va.—State Comm.—Examiner Bradford: 
MC 79385 Sub. 2—P. Hall, Charleston, W. Va., to extend operations. 

November 8—Harrisburg, Pa.—State Comm.—Examiner Sharp: 
29168—Whiterock Quarries, Inc., vs. P. R. R. et al. 


November 8—Hot Springs, Va.—Homestead—Examiner Naefe: 
MC 3468 Sub. 73—F. J. Boutell Driveaway Co., Inc., Flint, Mich., cer- 
tificate to extend operations. 


November 8—Little Rock, Ark.—Marion Hotel—Examiner Yardley: 
MC 57536 Sub. 1—EX—Henry Bros. Truck Line, Russellville, Ark., 
certificate of exemption. 
MC 100325 and MC 100325 Sub. 1—A. L. Gibson, Nashville, Ark. 


November 8—Oklahoma City, Okla.—Hotel Skirvin—Examiner Snider: 
28900—Hanlon Buchanan, Inc., vs. B. R. I. et al. 


November 8—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Cantrell: 
MC 39937—B. W. Healey, Pittsburgh, Pa. 


November 8—Pittsburgh, Pa.—Roosevelt Hotel—Jt. Bds. 117, 60 and 65: 
MC 19201—Subs. 34, 35, 36, 37, 41, 42, 43 and 44—Pennsylvania Truck 
Lines, Pittsburgh Pa., certificate to extend operations. 
November 8—Washington, D. C.—Argument: 
28978 and Subs. 1 to 10 incl.—George A. Hormel & Co. et al. vs. A. T. 
& S. F. et al. 
November 9—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC 95970 Sub. 4—Blackham Storage & Trucking Co., Inc., Long Is 
land, N. Y., certificate to extend operations. 
MC 105226—H. Weinstein, Brooklyn, N. Y., permit. 








































W. S. A. PAYMENT FOR LOST TANKER 


The War Shipping Administration has announced that it 
has approved payment of $2,776,803.69 to the Keystone Tank- 
ship Corporation, of Philadelphia, Pa., for the loss of its tanker 
Seakey, of 11,335 gross tons, in war service. : 

The W. S. A. said its committee on vessel compensation 
had recommended payment of that amount as just compensa- 
tion, on a finding that such payment would comply with pro- 
visions of the merchant marine act of 1936 and with rules of 
the Advisory Board on Just Compensation that was create 
by an executive order of the President. In addition to the 
lump sum payment, it added, allowance was made for actual 
loss through delay in payment in accordance with the advisory 
board’s rules. * 

“Carrying a full cargo of vapor oil and military supplies, 
the W. S. A. continued, “the Seakey was set afire in mid-Atlantic 
several months ago when a torpedo crashed into her hull... - 
The Seakey was built in 1939 at the Chester, Pa., yard of the 
Sun Shipbuilding and Dry Dock Co.” 


POST-WAR SHIPPING ROUTES 


In planning trade routes for the post-war period the Mari- 
time Commission does not wish to see vessels forced into areas 
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Sov . 
Time! 


® : —_ 
Saves MONARCH ONE MAN CAR DOOR OPENER 


af q ELIMINATES HAZARDS! One gman can open the most 

rained 1 nding, y, box car door 
Li € “ ye a with the Monarch Car Door 
° 


No broken ams, legs or Opener. Get greater eafety | Ti AMIEL 
mashed fingers. loading schedules . . . order 


Saves No fatalities. an ample supply to fill your \ _ 


No time wasted. needs today! Priority needed. 
U No “gangs” needed. MINING SAFETY DEVICE Co. R @ 4 | L AN D LI md E 
' No time lost. Dept. TW, Bowerston, Ohio 
ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 
Only $17.50 each—order now! 


America Buys from the World 


American production has been well proven during 
the war. However, rationing definitely indicated our 
dependence on other nations for many commodities. 
In peacetime, the business we do with all countries 
will depend on the ability of the American Merchant 
Marine to develop this trade. 
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“where there is little likelihood of a traffic development in 
the future,” according to a letter sent by Admiral Land, chair- 
man of the commission, to the congressional merchant marine 
committees studying post-war shipping proposals. After sub- 
mitting some material on the subject under consideration, Ad- 
miral Land said: 


The Commission’s post-war planning committee is analyzing the 
various trade routes as a preliminary to making recommendations with 
regard to the service to be provided after the war. This is a tedious 
process. The committee has been at work for more than a year and, 
due to the fact that the members continue to carry on their regular 
duties, the job probably cannot be completed until sometime in the 
spring. We could make the committee’s material available to you piece- 
meal but this would not be very satisfactory due to the fact that the 
conclusions in a given study almost invariably have to be modified as 
a result of subsequent studies. It would, therefore, be better from 










The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
. 26 time.Classified display discount . 






1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 





HELP WANTED—TRAFFIC ANALYST, college trained, full knowl- 
edge of transportation, airline experience preferred. Age 25 to 40. Good 
personality and appearance. For developmental work with large mer- 
cantile organization with post-war program. State age, education, experi- 
ence and starting salary. Address Box 286, Chicago office Traffic World. 





WANTED by large motor carrier, rate clerks for revision depart- 
ment in general offices located in central territory. Give references, 
salary desired and complete information in reply. Box 287, Chicago 
office Traffic World. 





WANTED—Traffis Manager for large industrial concern. Must have 
executive experience. Will be responsible for organization of traffic de- 
partment and direction of all traffic matters. Age 35 to 45. Give full 
experience and training in first letter. Must be available under War 


Manpower Commission rules. Address Box 288, Chicago office Traffic 
World. 





FOR SALE—Interstate carrier rights for motion picture films and 
materials, equipment and supplies between St. Paul, Minn., and Sioux 


Falls, S. D. Reply Paul D. Schriber, Receiver, 1515 Pioneer Bldg., 
St. Paul 1, Minn. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $1950 each! 


Which of these cars could you use? 
55—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
90—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
10—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
4—Dump, Koppel, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
35—Gondola, Composite, 36-Ft. and 40-Ft., 40- and 50-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
$0—Tank, 8000-Gallon, 40 & 50-Ton 
10—Tank, 10,000 Gallon, 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S$. Brainard Ave., Chicago 33, Illinois 
"ANYTHING ccntelaing IRON or STEEL" 


sted Muber 
S.Wabash Ave. a” 


Chicago 








INCORPORATED 
Dally Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all pelats ln Kentucky, Tennessee, North Carolina, South Carolina and Georgia 
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every standpoint if the trade routes’ survey were not given out untij 
it could be released in total. 

The services to be provided for individual ports in this country jg 
one of the most difficult problems with which we are faced. Practically 
every port of any consequence believes that it is entitled to a shipping 
line. The lines, under private operation, naturally will tend to cling 
to areas where traffic has been available in the past. The commission 
of course, would like to see a domestic-flag operation wherever there is 
sufficient business to warrant it; however, we don’t want to force 
vessels into areas where there is little likelihood of a traffic develop. 
ment in the future. All I can tell you on this question is that each 
case will be decided on its merits and that our course will be largely 
determined by what, in our opinion, will be for the best interests oj 
the merchant marine as a whole. j 


SHIPBUILDING SAVINGS 


In less than two years, more than $25,000,000 has beer 
saved in man-hours and material in building ships as the result 


of ideas and suggestions submitted by shipyard employes, the 
Maritime Commission says, adding: 


From the launching of its speed-up suggestion program, August 11, 
1942, to the end of the last fiscal year 2,400 suggestions were reviewed 
by the commission’s shipyard efficiency awards committee and 90 per 
nse were found to be meritorious enough for distribution to all ship. 
yards. 

All this has been accomplished at a cost of $106,104 for cash and 
War Bond awards ranging from $25 to $100 given employes for suc. 
cessful suggestions, plus the expense of providing devices required to 
carry some of the suggestions into practice. In addition to the money 
savings realized, there have been many safety suggestions made ani 
some on health promotion whose value cannot be measured in dollars, 
In addition these suggestions improved morale and the quality of work, 

The shipyard in which the largest saving in man-hours and material 
has been effected as the result of employe suggestions is the Per. 
manente Metals Corporation yard No. 2; Richmond, Calif. The hours 
saved total 6,495,993, which, with the economy in materials achieved, 
caused a reduction of $8,874,308 in costs. The awards to employes 
totaled $6,325. 

The St. Johns River Shipbuilding Corporation, Jacksonville, Fia., 
ranked second with a saving of $2,927,496. The California Shipbuilding 
Corporation yard at Wilmington stands third with a saving of $2,177,174, 





SHIP REGULATION CHANGE URGED 


Separation of.the regulatory and promotional duties of the 
Maritime Commission by creation of ‘a separate shipping reg- 
ulatory agency was advocated before the House special post- 
war economic policy and planning committee by M. S. Rosen- 
thal, vice-president of the National Council of American 
Importers. He also advocated that steamship lines adopt prac- 


tices with respect to publication of rates similar to those fol- 
lowed by railroads. 





SHIPS TO GREEK GOVERNMENT 


The War Shipping Administration has announced that it 
has approved a request by the Greek government for allocation 
of two additional Liberty ships, bringing to a total of seven 
the number of Liberty ships allocated to the Greeks. 

“Under the bareboat-out, time-charter-back basis,” the 
W. S. A. said, “the vessels are transferred to the Greek govern- 
ment, provisionally registered under the Greek flag, then time- 
chartered to the War Shipping Administration for operation 


with a Greek crew. Ownership of all vessels remains vested in 
the United States.” 


INDUCTIVE TRAIN TELEPHONES 


Speaking on “Train Communication on the Pennsylvania 
Railroad,” at a meeting of the New York Railroad Club Octo- 
ber 19, W. R. Triem, general superintendent of telegraph, Penn- 
sylvania Railroad, said that the inductive train telephone, as dis- 
tinguished from space-radio, had been developed to a state 
where it should meet practically all railroad requirements. The 
system, he said, worked through coils suspended over the rails, 
thereby “employing the inductive principle to bridge the gap 
between the vehicles and the transmission paths consisting of 
the rails and wire lines.” His railroad, he said, had success- 
fully tried out the system on its Belvidere-Delaware branch, 
between Trenton and Manunka Chunk, N. J., and was new in- 


stalling it, at a cost of over $1,000,000 on its main line between 
Harrisburg and Pittsburgh, Pa. 


SALE OF SMALL CRAFT BY W. S. A. 


The War Shipping Administration has announced that it 
has offered for sale twenty-six small boats that have been 
declared surplus. These boats, requisitioned by W. S. A. for 
use of the armed forces, were all pleasure craft, consisting 
mostly of yachts, motor boats and auxiliary schooners, it said. 

Invitations for bids and bid forms may be obtained from 
Vice Admiral E. S. Land, Administrator, War Shipping Ad- 
ministration, Commerce Building, Washington 25, D. ©., ac 


cording to the announcement. The closing date for bids in this 
sale is November 28. 
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\4 WINN IN YG M OVE for your plant 


Locate i 
meet...in New York rane Land 


Can your business meet tomorrow’s war- 
born taxes and wage scales ...and win? It will 
need every possible post-war advantage to do so 

. including advantageous location. 


Somewhere in New York Central Land... 
somewhere along this railroad’s 11,000 miles 
. . markets, materials and manpower meet in 
exactly the relation your post-war plant will re- 
quire. Let a New York Central Industrial repre- 
sentative help you find that site. 


Write or Telephone these 
NEW YORK CENTRAL INDUSTRIAL REPRESENTATIVES 


BOSTON . . . SouthStation . . . W.L. WHEAT 
CHICAGO . LaSalle St. Station . H. W. COFFMAN 
CINCINNATI . 230 East Ninth St. . G. T. SULLIVAN 
CLEVELAND . Union Terminal . A. J. CROOKSHANK 
DETROIT . Central Terminal . . A. B. JOHNSON 
PITTSBURGH . P.&L.E.Terminal . P. J. SCHWEIBINZ 
NEW YORK . 466 Lexington Ave. . W. R. DALLOW 


In other cities, contact our nearest Freight Agent 


New York Central 


Buy More War Bonds 
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Thisis New York Central Land: 11 states and 2 Canadian provinces 


KEY “PIECES”? IN A POST-WAR MOVE 


MARKETS. A third of all U. S. cities 
over 100,000, 52% of U. S. buying power 
are in Central’s territory. 


MANPOWER. 55% of all U. S. non- 
farm labor lives and works in the states 
served by New York Central. 


MATERIALS. 75% of the bituminous 
coal and 81% of the steel in U. S. are 
produced in this strategic region. 


PORTS. 67% of the nation’s Atlantic and 
Great Lakes traffic moves through ports in —“ 
these New York Central states. 
RAIL SERVICE via Central’s more than 
11,000 miles of modern, efficient, almost 


gradeless right of way. 
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(PHOTO BY FAIRCHILD 
AERIAL SURVEYS, INC.) 


“CIVIS ROMANVS SVM" 


“IT AM A ROMAN CITIZEN.” For centuries, he could trade 
and travel unmolested, throughout the known world. 
Roman arms, and Roman law, had preceded him. There 


were peace and stability, and commerce flourished. 


In Philadelphia, one day recently, an aircraft-carrier and 
two heavy cruisers were added to the world’s greatest 
Navy. They will be commissioned, not as instruments of 
aggression or imperial expansion but as a guaranty of the 
charter of the future... peace and justice for all men, 
in all lands. 


The size of her merchant-marine, rather than that of her 
battle-fleet, will be the measure of America’s future great- 
ness. We’ve never been laggard in defending our rights 


... but we’re not a warrior-race, and we’re proud of it. 
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o» ©s WAREHOUSE COMPANY, INC. 
R. B. M. BURKE, Vice-President 
34 EXCHANGE PLACE, JERSEY CITY 
Executive Office: 66 HUDSON ST., NEW YORK 
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